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management conference.
Ouellette has not changed his

stance on speed limiters, which
goes against the Canadian Truck-
ing Alliance’s stance, to restrict
trucks to 105 km/h on provincial
highways. While Ontario and
Quebec have announced an inten-
tion to implement a regulation 

requiring all trucks over 11,000 kg
to be equipped with speed lim-
iters, Alberta Transportation is
not interested.

“I know there are economic
and environmental reasons for
considering mandatory speed lim-
iters, but I also know it would be
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By Jan Westell
BANFF, Alta. – While Ontario
and Quebec forge ahead with
speed limiter legislation in their
respective provinces, Alberta has
no plans to follow suit, Luke
Ouellette, Minister of Transporta-
tion said at the Alberta Motor
Transport Association (AMTA)

Alberta Minister not interested in speed limiters

By Jan Westell
EDMONTON, Alta. – A disas-
trous crash near Edmonton on
Mar. 31 that was broadcast from
coast-to-coast, and over the 
Internet has many in the trucking
industry questioning medical
standards for commercial truck
drivers.

A 25-year-old truck driver died
in the fiery crash after a 20-kilo-
metre (some reports say 40 km)
drive the wrong way down 
Yellowhead Trail. People close to
the driver, Mark Santos, have in-
dicated the bizarre behaviour
may have been caused by his well-
reported medical affliction: Type
1 diabetes.

Santos’ friends, family and co-
workers, appear to have known
about the condition. Preliminary
toxicology reports have more re-
cently indicated diabetes may not
have been a factor, according to
the Edmonton Journal newspaper.
Whether it was diabetes or hypo-
glycemia, Santos’ medical fitness
to drive a commercial vehicle, has
been cast in doubt.

The Alberta Ministry of Trans-
portation is responsible for deter-
mining driver fitness and making
decisions regarding a person’s
ability to drive any vehicle. A

High-profile truck
accident raises
some questions

Continued on page 11 ■ Continued on page 6 ■

A question
of health

ENFORCEMENT CONCERNS: Alberta’s Transport Minister, Luke Ouellette, said the province has no plans to follow Ontario
and Quebec’s lead and introduce speed limiter legislation. He cited enforcement concerns for the reluctance to do so.
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In addition to a ring fit for a champion, 
2008’s honouree will also receive $3,000 CASH

and a VACATION FOR TWO up to $2,500! 

Name:

Address:

Town/City:

Home phone:

Email:

Number of years in trucking/commodity hauled:

Primary truck and engine:

Number of vehicles:

Contracted to (if applicable):

How do you maximize fuel efficiency?:

My choice is based on:

Prov:

Bus. phone:

Postal code:

Safe driving record ❍ Industry/community involvement ❍ Heroism ❍ Going "Green" Initiatives ❍

Explain:

Nominated by: Phone:

Mail completed forms to “AWARD” Truck News/Truck West, Attn: Kathy Penner
12 Concorde Place, Suite 800, Toronto, Ontario M3C 4J2

Nominations must be received by June 1, 2008

(Include additional information on separate paper if insufficient space)

Co-founding sponsors 
of this award…

Our 
15th annual search for

EXCELLENCE has begun.

The Owner/Operator of the Year should be…

FORM MUST BE FILLED IN COMPLETELY AND NOMINEE MUST HAVE CLEAN DRIVER'S ABSTRACT

TRUCK NEWS and TRUCK WEST are proud to 
honour Canada’s top Owner/Operator every year.

We know Owner/Operators are at the heart of the trucking industry, 
investing both personally and financially in their businesses. 

We’re proud to take this opportunity to recognize the best among them.

If you know an Owner/Operator who exemplifies professionalism while
also demonstrating a clean driving record, a commitment to safety and 

a track record of community involvement, nominate them for this 
prestigious award by completing the application form below or 

by going online to www.trucknews.com.

LastChance!
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A company product

Monthly total sales never climbed above the 3,000 mark last year, after doing so seven times
in the previous record-setting year. It’s highly unlikely to see such strong monthly figures
this year either. The 2,140 Class 8 trucks sold in March mark the strongest sales so far this
year and make for one of the best sales performances of the past 12-month period.

Class 8 sales after the first quarter are at 5,696, which is below last year’s less-than-impressive total, way off the record sales posted in the first quarter of 2006 and almost 2,000 units
off the five-year average. Currently, 2008 is shaping up as the fourth worst sales year in the past decade as the pre-buy strategy employed by many fleets combined with a slowing North
American economy is giving fleets second thoughts about adding capacity.

Last year International wrestled the market share lead from perennial front runner
Freightliner and International has jumped out of the starting blocks again with a lead
in the first quarter, capturing about 22% of sales. Freightliner’s share of sales has
improved since the start of the year, however, keeping hard charging Kenworth in
third place.

Canadian Class 8 sales have started off quietly, coming in below last year’s level and considerably below the record numbers 
posted in 2006 for each month in the first quarter. That’s not surprising considering the impact of the pre-buy strategy many fleets
used to avoid purchasing trucks with 2007 engines remains in play. Serious doubts about the economy on both sides of 
the border are also creating excess capacity. Still sales for March did climb above 2,000 units, avoiding the steep declines of 
2001 to 2003.

Source: Canadian Motor Vehicle Manufacturers Association

Monthly Class 8 Sales - Mar 08

Class 8 Sales (YTD Mar 08) by Province and OEM

12 - Month Sales Trends Market Share Class 8 YTD

Historical Comparison - Mar 08 Sales Motor Vehicle Production to Jan 08

Historical Comparison - YTD

With the days of coping with parts and materials shortages
and record demand for new trucks nothing but a memory,
truck manufacturers instead now face continuing to bring
their operations in line with the reduced sales. They also are
preparing for the next jump in sales volumes as fleets and
owner/operators respond to the next round of engine 
emissions standards in 2010 and the anticipated rebound
of the North American economy.

OEM BC ALTA SASK MAN ONT QUE NB NS PEI NF CDA
Freightliner 107 202 54 90 560 151 40 14 0 0 1,218

International 71 168 29 45 561 311 50 18 0 17 1,270

Kenworth 124 391 50 33 175 202 0 18 0 0 993

Mack 38 42 31 28 134 66 14 16 0 0 369

Peterbilt 71 207 73 40 106 86 68 6 0 0 657

Sterling 38 68 29 14 180 95 4 10 0 2 440

Volvo 28 116 19 52 192 73 15 19 0 1 515

Western Star 61 56 10 7 45 31 5 8 0 1 224

TOTALS 538 1,250 295 309 1,953 1,015 196 109 0 21 5,686

OEM This Month Last Month

Freightliner 437 567

International 522 515

Kenworth 357 361

Mack 145 161

Peterbilt 229 287

Sterling 179 290

Volvo 178 229

Western Star 93 205

TOTALS 2,140 2,615

April May June July August September October November December January February March
2,334 2,477 2,142 1,872 1,726 1,952 2,132 1,763 1,742 1,687 1,859 2,140
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When the Ontario Trucking
Association (OTA) first an-
nounced its intent to usher in a law
that would require the use of
speed limiters, editorial director
Lou Smyrlis and I couldn’t agree
on the merits of the idea. Here we
are two and a half years later, and
we are still unable to take a united
stand on the subject.

Personally, I question the need
for the proposed law. I question the
time and resources that has been
poured into this initiative. I don’t
consider speeding trucks to be a
major problem on our highways,
and as it’s written, the law will only
really affect speeding on 400-series
highways. Dump trucks barreling
through yellow lights on secondary
highways, in my opinion a more se-
rious threat to road safety, will not
be affected.

I also question the potential ben-
efits of the law. I think the environ-
mental impact has been grossly
overstated. They are based on the
premise that most trucks are run-
ning at speeds well over 100 km/h.
That’s simply not the case anymore.

To be fair, there will be some fuel
savings once the proposal becomes
law. Slowing down obviously saves
fuel and even if the law causes a
small percentage of the trucks on
the road to slow down from speeds
above 105 km/h, fuel and emissions
savings will be achieved. I just don’t
think those savings will be as signif-
icant as the numbers being touted
by OTA and other proponents of
the law.

I will also concede that there may
be a modest improvement in over-
all road safety. While I don’t think
the number of truck crashes will be
noticeably reduced as a result of the
legislation, there’s a chance the

severity of some crashes will be
lessened. But it’ll be nearly impos-
sible to measure this.

While I don’t think the speed lim-
iter legislation is needed, and I
question the real benefits of the
proposed rule, I also don’t sub-
scribe to the doomsday scenarios
that are feared by many owner/op-
erators and others who continue to
resist the proposed law.

I don’t think the rule will cause a
mass exodus of drivers from the in-
dustry. I also don’t think roads will
become less safe.

I empathize
with owner/op-
erators and driv-
ers who are con-
vinced, rightly 
or wrongly, that
their productivi-
ty and financial
success will be
threatened by
the law.

There are a lot
of drivers who
feel this way,
and their inabili-
ty to make fun-
damental deci-
sions on how 
to operate their
own business is
understandably
frustrating.

When the
OTA first float-
ed its proposal

back in 05, I admittedly didn’t think
it would get to this point.

But the OTA has pursued this
doggedly and has seen it through. It
looks like the law will become a 
reality in Ontario. There’s still time
to fight it in other jurisdictions.

Having said all that, it’s not the
first major regulatory change to im-
pact the industry and it most cer-
tainly won’t be the last. Success is
still possible in a post-speed limiter
world.

If the law goes through as expect-
ed, it may be time to accept the
change, however begrudgingly,
alter your business operations as 
required and move forward. ■■

Speed limiters: Are they really necessary?

– James Menzies can be reached by
phone at (416) 510-6896 or by 
e-mail at jmenzies@trucknews.com.

As you can tell from James
Menzies’ editorial running above
mine, the divisiveness over
Ontario’s proposed speed limiter
legislation extends to our news-
room. When the Ontario Trucking
Association (OTA) first an-
nounced its intent to push for a
law that would require the use of
speed limiters I, unlike James, did
see the need for such legislation.

I still do.
The reasons speed limiters

make a lot of sense to me have to
do with both safety and the envi-
ronment.

And specifically, the govern-
ment and public’s perception of
our industry’s willingness to take
the lead in being be a positive
force on both those fronts.

According to the OTA, speed
limiting trucks to 105 km/h will 
reduce greenhouse gas emissions
by as much as 280 kilotonnes per
year.

Now I haven’t done the math
myself. I don’t know if that figure
is bang on or way overinflated.
But let’s just assume that it’s over-
inflated and that greenhouse gas
emissions will only be reduced by
half that amount.

Keep in mind that transporta-
tion activities generate more than
one quarter of Canada’s green-
house gas emissions and, just as

important, the transportation sec-
tor is the fastest-growing source of
greenhouse gas emissions.

And that trucking is the largest
emitter among the commercial
modes.

Does it make sense for the in-
dustry to walk away from a plan
that helps reduce greenhouse gas
emissions – to whatever degree –
when that’s a challenge all indus-
tries are expected to help in over-
coming? 

How does it look to politicians
and the public when it’s reported
that truckers don’t want to limit
their speeds to five kilometres
above the speed limit on our
largest highways even though
they know this will help the envi-
ronment?

I realize I’m grossly oversimpli-
fying the issue, but that’s exactly
how the public will see it.

And let’s be honest with our-
selves, although they may be a 
minority, there are still enough
trucks out there zipping by at 
130 km/h to give the industry a

black eye it can do without.
Proponents of speed limiters

also say it will improve highway
safety.

Again, I’m not sure how much
of an effect it would actually have
because our highways are already
among the safest in North
America. But if it can stop the cra-
zies running at 130 km/h (and at
the same time complaining about
diesel prices), then why not have
speed limiter legislation? 

Would it be better for an acci-
dent to occur involving a truck
operating at an excessive speed
and to have the general media re-
port the industry was opposed to
policing its speed through speed
limiters?

When issues become politicized
and polarized, it’s often at the cost
of losing perspective.

I think it’s important not to lose
sight of the reality that trucking is
just one industry among many
competing for attention, funding
and favourable treatment.

Its perception among govern-
ment and the public as a good 
corporate citizen is not only im-
portant but will determine how
it’s dealt with in the future. ■■

Viewpoint

Lou Smyrlis
Editorial Director

– Lou Smyrlis can be reached by
phone at (416) 510-6881 or by e-mail
at lou@TransportationMedia.ca.

Why speed limiters really are necessary

Editorial
Comment
James
Menzies
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very difficult to enforce.”

Infrastructure funding

During his keynote address, Ouel-
lette pointed out Alberta’s Min-
istry of Transportation will double
provincial investment in highway
repaving and bridge repair over
the next three years, however, he
also warned about delays that will
likely result from this work this
year.

“Highway work will be in full
swing throughout the province, in-
cluding restoring older roads that
are nearing the end of their sur-
face life spans,” said Ouellette.

Some of those projects include:
construction of a five-lane bridge
across the Athabasca River in
Fort McMurray; continued twin-
ning of Hwy. 63 near Fort McMur-

ray; (continue) twinning eight km
of Hwy. 4 at Milk River; (contin-
ue) twinning of Hwy. 21 east of
Sherwood Park; extensive con-
struction of Calgary ring road;
and construction of the first phase
of the Grand Prairie bypass.

Other new Alberta highway
projects mentioned by the minis-
ter include: continued construc-
tion of Dunvegan suspension
bridge on Hwy. 2 (oversized vehi-
cles or wide loads are not permit-
ted and will be redirected); re-
placing the Smoky River bridge
on Hwy. 49; (begin) reconstruc-
tion of Hwy 625, near Nisku; and
(complete) construction of the
North Innisfail interchange on
Hwy 2 (this fall), and the Hwy. 1
and 9 interchange near Chester-
mere (by September 2008).

The minister announced plans

to add more rest areas along
provincial highways, which are in-
tended to benefit truckers. The
project is expected to cost approx-
imately $100 million over a seven-
year period, but is still in financial
limbo.

“We’ve identified the locations
for additional rest areas through-
out the province, with a particular
focus on areas with logging or
other resource traffic,” said Ouel-
lette. “Now, we’re working on get-
ting the additional budget dollars
for construction.This is one of our
priorities.”

Use it or lose it

Ouellete also warned about a lack
of interest for Alberta’s “ground
breaking” professional driver cer-
tification program, which was de-
veloped by the Alberta Ministry

of Transportation, and Alberta
Advanced Education, and offered
at Red Deer College.

“I remind you that this is a pilot
program, and if it’s not supported
– as the saying goes – use it or lose
it. Let’s make sure that doesn’t
happen. I encourage you to send
your prospective drivers to this
program.”

Edmonton as an 
inland trade hub

The minister praised a $1.5 mil-
lion federal contribution to help
launch Edmonton’s Port Alberta
project, which is aimed at devel-
oping that city as a major inland
trade and transportation hub,
linking Asia and North America
through the port of Prince Ru-
pert. Ouellette said that Edmon-
ton is considered to be well posi-
tioned to take advantage of
“significant trade” coming from
China to North America, with the
airport a potential cargo process-
ing centre for multiple modes of
transportation.

“It will be a designated trans-
shipment zone, so imported goods
can move to export without tradi-
tional tariffs. On-site warehousing
and logistics facilities will service
North America’s growing trade
through NAFTA, and with Asia
and Europe. This promises to
have positive economic spin-offs
for intermodal trucking in the
years ahead.”

The Alberta government is en-
thusiastic about the Trade Invest-
ment and Labour Mobility Agree-
ment (TILMA), which was signed
by Alberta and B.C. two years
ago. Alberta recently introduced
Bill 1 to fully implement the trade
deal with B.C. on cross-boundary
business and employment issues,
said the minister, who noted the
agreement will benefit trucking
firms through the standardization
of regulations in the two
provinces.

Non-committal on HoS

Ouellette also addressed hours-
of-service, but the minister of-
fered no firm regulatory commit-
ment, and mentioned political
concerns on a national level, al-
though he noted that Alberta
Transportation is seeking more in-
put from stakeholders.

“I’m a firm believer in the need
for effective highway safety pro-
gramming, but I want to balance
all our regulations with the need
to enhance industry productivity.
I also want to ensure we’re doing
the right thing for drivers – not
just big corporations, but also for
the smaller one- and two-truck
operators.”

As far as Alberta’s Transport De-
partment is concerned, there are is-
sues surrounding the weight
threshold for the national rules. At
4,500 kg, the hours-of-service rules
would apply to a wide range of
drivers – not just professional truck
drivers, a Ministry official told
Truck West. For instance, some
welders would be unable to drive
home in their service vehicle after
a 12-hour shift under the rules. ■■

June 2008Page 6 TRUCK WEST 

Transport Minister discusses key infrastructure upgrades
■ Continued from page 1

AMTA
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By Jan Westell
BANFF, Alta. – A traditional log-
book is a labour-intensive, ineffi-
cient, paper-based system, that
has outlived its usefulness to the
trucking industry, according to
Robin Doherty, the president of
Verigo Wireless Logbooks.

Doherty was one of four panel
members at the Alberta Motor
Transport Association conven-
tion, speaking about the latest ad-
vancements in in-cab technology.

According to Doherty, the elec-
tronic logbook has a number of
advantages: it has a touch screen
for easy data entry, which records
changes of duty status and calcu-
lates the driving hours (taking
into account all the applicable
rules).

It also provides the driver with
real-time results, and the system is
not considered to be complex.

“It’s a real simple system for the
drivers to follow,” said Doherty,
who spoke about the efficiency
benefits of wireless communica-
tion systems, in contrast to manu-
al administrative methods that 
require a driver to: “collect, sort,
file, transfer, re-enter data and
scrutinize the results.”

Wireless log sheets can be scru-
tinized for errors and violations
on each submission, and detailed
audit reports are e-mailed back 
to the office much faster than the
paper process, added Doherty.
“Detailed audits are much more
efficient; much more effective,
and you can do it online. It can all
be done online; stored online and
e-mailed to the supervisor.”

Another electronic feature dis-
cussed at the AMTA in-cab semi-
nar was electronic field ticketing.
Field tickets are used for service
contracts, safety forms, certifica-
tion, or any other operational 
or financial data documented 
in the field or office. According 
to Lawrence Gordey of Betach
Solutions, paper-based documents
are outdated, offer a greater 
potential for errors and document
loss, and look unprofessional
when there are multiple correc-
tions. It’s a process that inevitably
suffers from multi-data storage 
locations, which are difficult to 
access and utilize, he adds.

In contrast, wireless field ticket-
ing offer many advantages, such
as: digital documentation, elec-
tronic price books, enhanced 
reporting features, easy access
and transmission of information,
secure wireless connectivity and
more, said Gordey.

“It reduces cost,” he says. “It
maximizes utilitization of assets. It
works to retain staff. It captures
proof that the job is done, and the
data captured provides for real-
time and historical data.”

Wireless ticketing offers re-
duced administration and another
financial benefit, since electronic
costs and revenues can be tracked
and invoices can be generated
much quicker, because data is 
collected more efficiently. “That’s
going to improve cash flow,” said
Gordey.

GeoTrac also had a representa-
tive on the panel, with CEO

Timothy Hodge promoting the
merits of satellite technology,
which has the ability to track
truck units in the field, whether
it’s the transportation, freight for-
warding, mining, or the oil and gas
industry. The system offers a high-
speed modem, a tracking system
that is never out of coverage from
the satellite modem, and instant
messaging.

“E-mails are sent back to the
office, with no need to key-in,”
said Hodge.

GeoTrac’s system is considered
to be cost-effective, because it 
reduces the need for satellite
phones; reduces communication
costs; and monitors reckless 
driving. According to GeoTrac,
satellite tracking also increases
potential for theft recovery; offers
proven fleet productivity im-
provements; and gives dispatchers

knowledge about local conditions,
as well as other electronic docu-
mentation benefits.

Motorola was represented on
the panel as well, and introduced
“complete process improvement
coverage,” an electronic integrat-
ed method of fleet management,
which was presented by represen-
tative Ralph Lieberthal.

The Motorola electronic inte-
grated method is a process of
monitoring and recording all ad-
ministrative activities in the vehi-
cle, starting at the outbound depot
(the system reviews manifest,
records vehicle inspection details,
tracks hours, and miles), accord-
ing to Lieberthal.

The next step is delivery 
and/or pick-up at the customer
site (system records OS&D, col-
lects/records COD, obtains POD
signature, communicates status,

AMTA

In-cab technologies discussed at AMTA convention and receives next route assign-
ment from dispatch).

The final destination is the in-
bound depot, and the integrated
system can monitor the dock/door
assignment; update trip data; up-
date data for warehouse or distri-
bution centre; or update any back
office systems, according to
Lieberthal.

In addition, the integrated sys-
tem also monitors driver perform-
ance and truck maintenance 
requirements, and the location of
fleet vehicles and trailers, he
added.

The Motorola hardware is
based on an on-board computer
which can be complimented by a
handheld device. Two-way com-
munication is achieved though
satellite, terrestrial and or Wi-fi
technology.

“The marriage of handheld 
devices and on-board computers
is an exciting new development in
our industry,” he said. ■■
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By Jan Westell
BANFF, Ata. – The Alberta Motor
Transport Association (AMTA)
held its annual convention in late
April, where it took the opportuni-
ty to reward some of the industry’s
finest ambassadors.

Canadian Driver of the Year

A Medicine Hat-based driver with
a 33-year career and 3.94 million
collision-free miles, has been
named the Canadian Trucking
Alliance/Volvo Trucks Canada
Driver of the Year for 2007.

Perley MacDonald, who drives
for McMillan Transport, was pre-
sented with the award at the
AMTA’s annual convention.

“Mr. MacDonald exemplifies
the outstanding truck drivers with
whom Canadians share the road,”
said David Bradley, the CEO of
the Canadian Trucking Alliance.
“It is a great honour to recognize
him with this highly-coveted
award.”

Rod McMillan, the president of
McMillan Transport, describes his
award-winning employee, as an
“old-time trucker,” who is easy to
work with, and is very generous
with his trucking expertise. “He
has an amazing sense of humour; is
very humble; and is always willing
to share his insight and experience
with any person that is new to the
industry.”

McMillan is particularly proud
of MacDonald’s impressive driving
record, as well as other profession-
al attributes that are appreciated
by the company. “Perley’s dedica-
tion to our company and cus-
tomers is excellent, and greatly 
appreciated by everyone.
Congratulations Perley: everyone
at McMillan Transport is very
proud of you, and also proud to
work with you.”

MacDonald transports freight to
destinations in Canada’s western
provinces, and has been repeated-
ly honoured for driving excellence
during his lengthy career.

Provincial Driver of the Year

The AMTA also presented its own
provincial Driver of the Year
award, to Phil Jellicoe, who has
been collision-free for 23 years,
and 13 years in a row without a 
single accident.

According to a tribute made at
the AMTA convention, trucking
was all Jellicoe ever wanted to do.
As soon as he got behind the
wheel, he knew he had found his
niche. He drove for Whitecourt
Transport for 36 out of a total of 40
years in the business, mainly driv-
ing city delivery routes in
Edmonton.

“He said that while he did a few
highway runs throughout his 
career, (but) his overriding love
was city driving, calling it, ‘an 
absolute pleasure,’” said Bradley,
the CEO of the CTA, who made
the presentation.

“He liked the fact that there was
no speed involved – at least on his
part – and there was no need to
rush, as long as the deliveries made
it to their destinations. And after a
few years, he got to know the city
streets like the proverbial back of

his hand. This enabled him to al-
ways be able to take the quickest,
yet at the same time, safest routes
available.”

Recently Jellicoe retired from
Whitecourt Transport.Asked what
made him such a success at his cho-
sen profession, he replied: “I think
you have to love what you are do-
ing. I did and I still do. Behind the
wheel, you have to be cool, calm
and collected. A nervous, edgy
driver will be his own worst enemy.
Then, you have to be aware of your
surroundings. That is, know your
vehicles, loads, routes, the alternate
routes and which construction
projects are taking place at the
time. Armed with this knowledge,
a driver is then able to anticipate
potential problems. Often, I know
when another vehicle is going to
change lanes or make a turn be-
fore they actually perform the 

maneuver.That’s just experience.”

Service to the Industry

The AMTA also  presented its
Service to the Industry Award to
a popular and humble past-presi-
dent. Henry VanSteenbergen be-
gan in the industry as a youth with
his father’s company, Western
Alberta Produce, while he tried to
decide about post-secondary stud-
ies, according to Tom Prochinsky
of Trailmobile, who presented the
award.

“Well, he never did pursue that
university program and the
Alberta trucking industry is the
better for it,” he said.

In the mid-1980s,VanSteenbergen
and his father discussed succes-
sion, but in 1987, Lilydale Inc.
made a generous offer which
the younger VanSteenbergen
couldn’t resist, according to
Prochinksy.

After the sale went through,
VanSteenbergen worked for

Lilydale, but eventually bought
Legal Transport, a one-truck oper-
ation that hauled eggs for Lilydale.
He changed the name to Legal
Freight Services and in just over 
17 years, grew the company to 
50 tractors and trailers.

Prochinsky noted that
VanSteenbergen decided to sell a
year ago, but signed a one-year
contract to stay on in an advisory
capacity.

“That one-year contract is up
shortly and Henry will be leaving
Legal Freight,” he said.
“Fortunately, he won’t be leaving
the industry. After completing his
last few courses, he intends to con-
duct COR auditing for the WCB
PIR (partners in injury reduction)
program.”

Dispatcher of the Year

A good dispatcher is one of the
most valuable and versatile em-
ployees in the company, according

AMTA

AMTA awards industry’s finest
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the AMTA, which crowned one of
its member companies’ best dis-
patchers at its annual convention.

“They are operations people, ad-
ministrators, managers, and sales-
people,” said Dan Green, an ac-
count manager for Shaw Tracking,
who made the award presentation.

“They are the first line of repre-
sentation of your company to your
customers, and of your company to
your drivers. Their position is truly
the cornerstone of any company
and they must be able to balance
profitability along with fairness
and good judgment.”

Green also said that a good dis-
patcher will promote employee
loyalty, and consequently lower
driver turnover.

On top of that, a good dispatcher
will improve fuel mileage by 
ensuring the load is delivered effi-
ciently and ultimately ensure eco-
nomic and customer service suc-
cess, he added.

“A great dispatcher cares about
the safety and well-being of your
drivers,” said Green, before an-
nouncing that the AMTA had se-
lected Debbie Begg for the award,
a dispatcher with H&R Transport.

“One of the drivers had this to
say about Debbie: ‘She is very con-
scious of the elements that create
the working environment: client
care, safety, driver well-being,
courtesy, teamwork, and problem-
solving; (which) are just some of
these elements. Speaking as a driv-
er, she has never put my health or
safety at risk.’”

As well as dispatch, Begg is re-
sponsible for first contact with new
drivers; orientation for new driv-
ers, not only learning to navigate
throughout North America, but
also the administrative maze that a
new driver must address. On top of
these duties, H&R Transport has
praised Begg’s assistance with new
foreign staff, who must adjust to a
new way of life, not only with
work, but also with home life.

“Debbie has always taken the
extra time to ensure these new
folks are looked after,” said Green.
“H&R’s overall success truly 
reflects the outcome of her contin-
uous efforts.”

Safety Person of the Year

A tragic incident long ago was a
life-altering experience for Joe
Woodcock, who was named the
AMTA’s Safety Person of the
Year, at its annual conference.

“The safety bug bit Joe early in
life,” said Marie Hibbard, the vice-
president of Bow Valley Insurance,
who made the AMTA presenta-
tion.“As an 18-year-old truck driv-
er, he was amazed at the frequency
with which his fellow drivers took
life-threatening chances.

“He recalls being in the shop
one day, when a fellow driver –
who was also a close friend – at-
tempted to replace and refill a tire
from his truck. While his friend
was leaning over to focus on his
task, the tire and rim blew apart,
killing him instantly. That incident
had a lifelong effect on Joe. From
that point on, he became an advo-
cate for safety, believing in a con-
cept he terms ‘safety compliance
through education.’”

Woodcock’s interest in safety

was also instilled by experiences
working with the Calgary Police,
where he served for 18 years, 10 of
those as a traffic collision investi-
gator and six years with the com-
mercial vehicle unit, according to
Hibbard.The past eight years have
been with DECC Safety Services,
as a safety consultant, advisor in
transportation, instructor in air
brakes, vehicle inspector, safety
program developer and commer-
cial vehicle driver evaluator, she
added.

Woodcock’s own corporate phi-
losophy for safety, is that he be-
lieves that when everyone: drivers,
support workers, dispatchers, su-
pervisors and senior managers; be-
come educated about safety, share
common safety goals related to ac-
countability and common sense,
compliance happens, said Hibbard.

“The challenge is to get every-
one on the same page. Joe points
out that safety goals cannot be
achieved by one audit alone.”

Woodcock has expressed con-
cerned to the AMTA about new is-
sues faced by the trucking industry,
such as highway infrastructure
problems, overcrowded roads, and
driver impatience and distractions
– such as cell phone use. “Joe be-
lieves these are concerns for all of

us who use the roadways and it is
up to all of us to solve the prob-
lem,” said Hibbard.

Associated Trades Award

Finally, the AMTA presented the
Associated Trades Award to Al
Sibilo of Milestone Insurance.

The AMTA paid tribute to a ca-
reer that goes back to the mid-
1980s when Sibilo first joined
Zurich Insurance as an underwrit-
ing trainee, while he was attending
the University of Alberta.

“It didn’t take Al long to realize
he had a passion for the insurance
industry, and before he knew it,
Zurich had promoted him to su-
pervisor – and then account man-
ager,” said Greg Sokil of Sokil
Express Lines.“Throughout his in-
surance career, Al’s specialty has
been commercial automobile in-
surance, particularly trucking
fleets.”

From Zurich Canada, Sibilo
moved on to Markel Insurance in
1995, as western regional manager
based in Alberta, which was the
beginning of his extensive involve-
ment with the AMTA, according to
Sokil.

“In fact, he became a member of
the conference committee, and has
served on many (committees) over
the years. He has also served on
the member services committee
and the AMTA Education
Foundation.”

In 2005, Sokil started Milestone
Risk Management & Insurance
Services, and then joined with
McLean & Shaw Insurance last
year, with the intention of continu-
ing to serve the trucking industry –
only from a different angle, said
Sokil.

The award was appreciated by
Sibilo, but he feels it may have
been somewhat premature, as far
as his past involvement with the
AMTA and his future plans. “I do
think this is a job that I am just get-
ting started in,” said Sibilo, who
has no hesitation in committing
himself to future AMTA projects.
“I think I will work with the
AMTA for another 20 years.” ■■
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■ Continued from page 9

SERVICE TO THE INDUSTRY: Henry VanSteenbergen is congratulated for his
long-term service to the industry by Tom Prochinsky of Trailmobile.
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medical report is required when
applying for or renewing a Class
1, 2 or 4 commercial vehicle li-
cence, according to the ministry’s
Web site. The presence of a relat-
ed medical condition does not
necessarily mean that a person’s
ability to drive will be restricted.

Alberta Transportation will is-
sue Class 1 commercial licences to
drivers with medical conditions
such as heart disease, insulin-de-
pendent diabetes and epilepsy,
under certain conditions, accord-
ing to a spokesman for Alberta
Transportation.

“If you’ve got a commercial li-
cence you also have to have a
medical fitness certificate,” said
Jerry Bellikka, who recently
spoke to the Edmonton Journal
on the topic. “It’s a report from
your doctor that says you’re med-
ically fit to drive. There is a higher
degree of risk involved when driv-
ing bigger trucks with cargo. The
onus is on the driver, under the
law, to report any medical condi-
tions such as a hypoglycemic inci-
dent or epileptic seizure.

“If you are a Class 1 driver and
you’re under the age of 45, you
need to have a medical exam
every five years,” Bellikka said.“If
you have a diabetic condition, you
are required to have a medical
exam and a medical form every
year. That form has to document
any episodes you’ve had in the
last 12 months and be signed by
the doctor.”

Are medicals 
stringent enough?

Despite these requirements, some
members of the Alberta trucking
industry are still concerned about
the medical standards for com-
mercial truck drivers – especially
the doctor’s physical exam. Gene
Orlick, the president of the Alber-
ta Motor Transport Association
and a fleet operator, recently
spoke to a 60-year-old driver
about a medical required to up-
date a Class 1 licence.

“He said the doctor did not
even take his blood pressure,”
said Orlick. “They’re just signing
these documents, taking the $95
and (saying): ‘Have a nice day.’
There’s a lot of that going on. I
think that is where the problem
may lie.”

As a fleet operator, Orlick is
concerned that the person he
hires to drive, has a valid class 1 li-
cence, a valid driver’s abstract,
and that he has disclosed medical
conditions such as a requirement
for glasses.Those medical require-
ments must be listed on that li-
cence, as well as proof that there
was a recent medical exam.

“So we trust the medical com-
munity, that when this guy gets his
renewal, that he’s actually
healthy,” he said.

Another member of the Alber-
ta trucking industry has similar
concerns. Ric Bolton trains com-
mercial drivers at a driving school
in Alberta, and has also driven
commercial trucks for 32 years.

He says the medical standard is
basically up to the discretion of
the physician, who may, or may
not, do a thorough exam.

“They do a basic, very basic
medical for vision, urine analysis,
(but) not blood tests,” he said.

Furthermore, a commercial driv-
er pays anywhere from between
$80 to $150 for the medical exam in
Alberta, a procedure that Bolton, a
part-time commercial driver, must
undertake every two years, now
that he is an older driver.

“Some of those medicals were:
‘How do you feel?’” he explained,
of the interview portion of the
exam, which he doesn’t consider
as thorough as one might expect.
“That was the extent of it.”

“Is that enough? I don’t know.
It hasn’t changed in some time,”
he added.

Despite the preliminary toxicol-
ogy report, Santos’ father Julio
told the Edmonton Journal that
he still believes the tragic crash
was caused by his son’s diabetes,
and he described a hypoglycemic

episode the younger Santos had
experienced a few years earlier.

“We thought he had some kind
of brain hemorrhage, so we (the
ambulance attendants and Julio)
started to drive him to the hospi-
tal in Grande Prairie,” he recalled.

The Alberta Ministry of Trans-
portation gets its medical stan-
dards from the Canadian Council
of Motor Transport Administra-
tors’ (CCMTA’s) criteria devel-
oped by each of the provincial
transportation ministries, which
are potentially used to establish
whether drivers are medically fit
to drive a commercial vehicle.
One of the main points in the list
of the CCMTA medical standards
is related to hypoglycemia, a med-
ical condition which does not
qualify for any type of motor ve-
hicle licence, unless “treated, and
the cause eliminated.”

As for injectable insulin-treated
diabetes, candidates are eligible
for a Class 5 licence if there are no
other disqualifying complications
and they are not subject to 
hypoglycemia.

According to the CCMTA, the
candidate “may be considered for
Class 1, 2, 3 or 4 (licences) only if
the following conditions are met:
1) no hypoglycemic episode re-
quiring the need for intervention
within the past two years; 2) no
evidence of hypoglycemia un-
awareness; 3) the diabetes is well-
controlled; 4) self-monitoring is
adequate (a verifiable glycemic
log is maintained); 5) knowledge
of the disease and the causes,
symptoms and treatment of hypo-

glycemia is adequate; 6) no other
disqualifying complications; 7)
(candidate) observes the guide-
lines for driving recommended by
the Canadian Diabetes Associa-
tion dated June 1991; and 8) (an)
annual medical review including a
complete eye examination includ-
ing a dilated retinal examination
in the presence of retinopathy, an
examination by an ophthalmolo-
gist is required.”

So how was Santos driving a
commercial truck, if the medical
requirements indicate that he was
unlikely qualified, if everything
his family, friends and co-workers,
say about his Type 1 diabetic con-
dition, is true?

A senior communications offi-
cer for the Alberta government
indicates that physicians are re-
quired to examine individuals for
each of the medical conditions
outlined on the medical examina-
tion for motor vehicle operator’s
form, using criteria set out in the
CCMTA medical standards for
drivers, as a guideline.

“The department does not pre-
scribe how a physician is to con-
duct a medical examination for
motor vehicle operators, nor
speak to the ‘standard of care’ ex-
ercised by a physician,” said a sen-
ior communications officer for Al-
berta Transportation, Eileen
McDonald, who intimates that the
process may not be without fault.

“Perhaps this is a question bet-
ter answered by the Alberta Col-
lege of Physicians and Surgeons,”
she said, adding that the CCMTA
is also open to changes.

“Considerations are always be-
ing made to improve or enhance
the form to obtain better medical
data of drivers, (and) to ensure
driver fitness and traffic safety.
Future form revisions are being
considered in conjunction with fu-
ture initiatives.”

All information considered

McDonald says the Alberta gov-
ernment considers all the medical
information provided by the
physician and the applicant and
determines the medical and phys-
ical fitness to drive based on this
information and the CCMTA
medical standards.

“The form is designed to have
the specific questions responded
to in a manner that will ensure the
government has the necessary
medical data, to make an in-
formed decision regarding the
person’s ability to operate a mo-
tor vehicle safely,” she added.

While it is the driver candi-
date’s responsibility to disclose
any medical/physical conditions

which may be expected to inter-
fere with the safe operation of a
motor vehicle, full disclosure is a
requirement by all parties. Yet,
the physician is not subject to any
liability regarding the medical
exam, according to Alberta 
Transportation.

“Physicians are not legally obli-
gated to report,” said Olga Tvares,
the director of Alberta driver fit-
ness and monitoring. “However,
should they: no liability will be ac-
crued as stipulated in the Alberta
Traffic Safety Act.”

Are drivers withholding 
information?

Therefore, if the individual is not
forthcoming about a disability,
and the physician did not show
due diligence with the medical
exam, the Alberta government is
also excluded from liability, ac-
cording to Tvares. “Government
is excluded and the individual
would be responsible.”

As for the College of Physicians
of Alberta, the organization doesn’t
dictate how a physician should
run an office, or examine a 
patient. The organization will get
involved if there is an issue of
concern.

“Our complaints department
certainly would be interested,”
said the manager of communica-
tions for the college, Kelly Eby.

The president of the AMTA is
not satisfied with this medical
protocol, and wonders how many
drivers are hesitant to disclose
their disease, especially if the
exam is not completely thorough.

“I wonder how many people
have eye disease, epilepsy or heart
trouble for example and won’t get
checked for fear of losing their li-
cence to drive?” questioned Or-
lick. “I actually found one of my
drivers to have diabetes and we
discussed it, and because his doc-
tor didn’t say anything about the
diabetes and driving, he didn’t
talk about it either, to protect his
career. This reality is scary: my
guy is on pills and from what I
know he should be a lesser risk.
But how do I really know if the
doctors don’t become involved,
and more importantly become re-
sponsible for their reports?”

As far as the diabetic driver
from Edmonton, Orlick can only
wonder what the cause is, like
many other observers.

“I feel for the family. Everyone
needs reasons for closure. They
can only speculate, just like us
now,” he said.

From 2002 to 2006, a driver’s
medical condition was involved in
one in 200 fatal accidents and 
one in 180 injury accidents in 
Alberta, according to Alberta
Transportation.

The  CCMTA indicates that it
doesn’t collect that type of infor-
mation nation-wide.

“That type of statistic would
have to be generated by each
province individually, and even
then, I don’t know if they could all
do it,” says Audrey Henderson,
the director of programs for the
CCMTA. “So, the simple answer
is: I don’t have that number for
Canada or any of the other
provinces.” ■■
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Are health restrictions stringent enough?
Tragic accident raises questions about driver medicals
■ Continued from page 1

‘I wonder how many people have eye 
disease, epilepsy or heart trouble and 

won’t get checked for fear of losing 
their licence to drive?’

Gene Orlick, Gene Orlick Transport
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By Scott Creighton
The ice and snow are melting away
after one of the worst winters on
record, but truck drivers understand
the threat of the other Canadian
season that is now upon us. It’s
called construction season.

Overnight,construction zones can
emerge as quickly as any storm front
ever could.

Within a few kilometres of the
first warning sign, well-travelled
lanes can disappear behind walls of
jersey barriers, flag people and con-
struction equipment.

All the traffic will slow down to a
crawl, and any hope of a Just-in-
Time delivery will evaporate like the
steam that rises from a freshly ap-
plied layer of asphalt.

It can be a frustrating – and dan-
gerous – situation.

According to research conducted
by the American Transportation
Research Institute (ATRI), work
zones represent a particular risk to
commercial vehicles.Trucks may ac-
count for just over 10% of the traffic
on the highway, but they also ac-
count for one-quarter of fatal con-
struction zone incidents.

And while commercial vehicles
usually account for 17% of the
collisions that involve at least two
vehicles, they are involved in 31%
of such collisions that occur in

work zones.
These numbers indicate only part

of the problem. After all, the statis-
tics may not reflect many of the col-
lisions that happen outside an offi-
cially-marked work area, even if the
appearance of a construction zone
was responsible for a sudden change
in vehicle speeds.

Perhaps we shouldn’t be surprised
about the overall risk. As the lanes
begin to disappear, some motorists
refuse to merge with other traffic
until the last possible minute.

Despite the visible markings that
exist, they appear determined to
squeeze into any space that remains.
(Assuming they are paying attention
in the first place). And the most
common form of collision involves
one vehicle sideswiping another.

The challenges will be particularly
apparent to those who haul over-
sized loads and have trouble fitting
within a standard 12-foot lane. In a
construction zone, an active lane
might be as little as 10 feet wide, and
that will force oversized vehicles to
cross the all-important center line
throughout the work area.

The best defensive tool for any
truck driver will come in the form of
information that warns about pend-
ing construction work. This can re-
quire dispatchers to keep in touch
with government hotlines that an-

nounce the timing of the projects,
and distribute any related informa-
tion over satellite units as soon as
possible. But, sometimes, we need to
recognize that this might not be
enough. News of last-minute road
repairs may need to come from local
radio reports and be shared by
truckers over the cell phone or CB.

Everybody plays a role in giving
fellow truckers a chance to alter
routes, inform customers about po-
tential delays, or avoid the last-
minute steering corrections that can
cause a rollover.

In terms of actions at the wheel,
drivers need to embrace all of their
well-honed defensive driving tech-
niques. Indeed, the appearance of a
work zone’s warning sign indicates
that it is time to gear down and be
prepared to stop.Narrowing and dis-
appearing lanes will also require
drivers to leave a little extra space
between their bumper and the vehi-
cle in front of them.

Since a significant number of
work zone collisions involve rear-
end crashes, it is particularly impor-
tant for drivers to keep a close eye
on the reflections in their West
Coast mirrors,while maintaining the
all-important escape route in case
another motorist begins to squeeze
into their lane.

Ignoring such defensive driving

practices will come at a cost – both in
the form of potential collisions and
steeper penalties. If workers are on
the job in an Ontario construction
zone, for example, an extra 30 km/h
of speed could be met with a $420
fine and four demerit points. By ig-
noring the signals from a flag per-
son, a driver could face a $500 fine
and three points.

We all need to accept that the
challenges of construction zones are
hardly about to end anytime soon.
North America’s infrastructure will
continue to crumble,and that means
last-minute repairs will continue to
be a reality.

We may not be able to predict the
amount of snow that will fall next
winter,but we can be certain that the
challenges of construction season
will be with us from one year to the
next. ■■
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– This month’s expert is Scott
Creighton, advisor in the safety and
training services department. Scott
has more than 20 years of experience
as a driver and a safety supervisor in-
cluding 18 years working for an over-
dimensional carrier. Send your ques-
tions, feedback and comments about
this column to info@markel.ca.
Markel Safety and Training Services,
a division of Markel Insurance
Company of Canada, offers special-
ized courses, seminars and consulting
to fleet owners, safety managers,
trainers and drivers.

SAFETY

Welcome to construction season

Slow down. Don’t over-rev the en-
gine. Cut your idling time. There’s
no shortage of advice from fleet
managers, driver-trainers, or even
your own gut about how to control
the cost of fuel.

But what does your accountant
have to say? 

I don’t drive a truck for a living.
But I do see good ideas and deci-
sions reflected in the balance
sheets of owner/operators and
small fleet managers who are find-
ing ways to reduce the impact of
volatile fuel prices on their 
business.

Talk to your accountant about
fuel-saving strategies off the road.
Here are four questions to ask:

What percentage of my 
operating cost is diesel fuel? 

Fuel traditionally represents 15%
to 30% of a carrier’s operating
cost. A recent report from the
Ontario Trucking Association says
that figure is closer to 45% today.
At many carriers in Canada and
the US, the cost of fuel outstrips the
cost of labour.

Because fuel is rising at a greater
rate than other operating expenses
(the price of diesel has jumped
250% over the last five years), it
makes sense to monitor fuel as a
percentage of your overall operat-
ing cost.

If you receive a fuel surcharge, or
are setting rates, it gives you a more
precise idea of whether what
you’re charging is enough to re-
coup your cost.

Should taxes affect where 
I buy my fuel? 

When you buy diesel, various taxes
are buried in the price. The US and
Canada both levy a federal fuel tax;
in Canada, you pay GST or HST as
well.

Then there are state and provin-
cial taxes which vary from jurisdic-
tion to jurisdiction.

You don’t really know how much
fuel costs unless you take all the
taxes out. If you’re an owner/opera-
tor leased to a carrier that’s respon-
sible for fuel tax and reporting for
your vehicle, your only concern is
finding the lower pump price. But if
the carrier charges you when you
owe fuel taxes or pays you when
you’re due a refund, you may be
able to reduce costs by purchasing
fuel in jurisdictions with the best
net price (we post an up-to-date
fuel-price comparison chart at
www.tfsgroup.com/tfs/wheretobuy-
fuel.html).

Is my draw a fixed cost 
or a variable one? 

With fuel through the roof, insur-
ance premiums continuing to in-
crease, and normal inflation, one of
the few expenses that is probably

not heading upward is your salary.
If you’re an incorporated own-

er/operator, your labour costs are
the total of the T4 wage expense and
dividends you pay to yourself. If
you’re a sole proprietor,your labour
cost is your net profit – the number
at the bottom of your P&L that you
just paid tax on.

I know a lot of business owners
wrestle with whether to take home
less in order to pay for unanticipat-
ed costs. Faced with raising prices,
cutting employees, or simply eating
the cost themselves, they choose the
latter.Maybe that’s a reality of being
self-employed.

Or perhaps, if you commit to pay-
ing yourself $60,000 a year,you draw
that $5,000 a month no matter what.
In addition to paying household ex-
penses,you continue investing a por-
tion of that income so each contribu-
tion compounds and strengthens
your personal savings.And you find
other ways to save on the business.

What does my contract say 
about fuel surcharges? 

Among owner/operators and the
carriers they’re leased to, the debate
over fuel surcharges has moved be-
yond how they are calculated to how
they are treated on broker settle-
ment statements.

Some carriers show fuel sur-
charges on their broker statements
with the revenue, others show it as a
reimbursement. A surcharge is an
additional,variable cost that’s added
to the basic rate for the service. It’s
separate from the rate, fluctuates

with the price of fuel, and in theory
will go away once fuel prices decline.

In my opinion, it’s not income.
Reporting it as such creates addi-
tional,unwarranted expenses for the
owner/operator. For example, the
carrier may charge its owner/opera-
tors for insurance based on their
gross income. Factoring a surcharge
into this figure would inflate the in-
surance fee and unfairly reduce the
fuel surcharge’s affect of compensat-
ing for higher fuel costs.

Fair or not, some carriers will do
whatever they want. It’s hard to pin
them down to broker agreements
that they themselves wrote and gen-
erally are able to change at any time.

When it comes to comparing car-
riers to work with, you can’t only
look at one number but must con-
sider the whole pay package. If your
carrier isn’t treating you fairly with
fuel surcharges, perhaps it’s time for
a change. There is no point in stay-
ing loyal to someone that’s not loyal
to you.

Don’t believe the old trucker’s
tale that all carriers are the same.
But don’t get fooled by one part of a
pay package, either. Review all the
charges and paid-for items to deter-
mine how much you’d make at an-
other carrier versus where you are
now.Your accountant should be able
to help you with this. ■■

– Scott Taylor is vice-president of
TFS Group, a Waterloo, Ont., com-
pany that provides accounting, fuel
tax reporting, and other business
services for truck fleets and
owner/operators. For information,
visit www.tfsgroup.com or call 800-
461-5970.

TAX TALK

Tax
Talk
Scott
Taylor

An accountant’s guide to cutting fuel costs
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The mess we’re in today didn’t hap-
pen overnight. Some of the compli-
cating factors occurred surprisingly
quickly and took a lot of us by sur-
prise, but the signs were there. The
difficulty, as always, comes in mak-
ing the necessary adjustments. As I
talk with the folks on the road, it’s
difficult to ignore the anguish and
total frustration in their voices.

Yet, the suffering isn’t universal.
Some are doing surprisingly well
today – carriers and owner/opera-
tors alike. Maybe they saw it com-
ing and took steps sooner, or react-
ed differently. Who knows?
Whatever made the difference will
give rise to some interesting analy-
sis when all this is over, but I’d bet
those who weather the storm best
will be the smart operators who
value business relationships and
understand that you just can’t truck
for nothing.

For the benefit of those still won-
dering what happened to trucking
over the past 18 months, here’s how
experts explain it.

Canadians got creamed when the
US dollar imploded last spring.The
exchange rate evaporated in the
space of about six months, taking
with it the premium we enjoyed on
freight rates. The Yanks stopped
buying Canadian goods just as our
appetite for American stuff
boomed. Southbound loads were
moving at fire sale prices, and be-
cause of the cost of deadheading
south to get freight destined for
Canada, we found ourselves at a
competitive disadvantage in the
northbound lanes.

Two years earlier, truck makers
had begun ramping up production
in response to the 07 pre-buy de-
mand. While demand for trucking
service was dropping, roughly
100,000 more new trucks than usu-
al hit the street between 2005 and
2006. This caused a glut in capacity
that penny-pinching shippers were
eager to take advantage of.

It was not a pretty picture: banks
were tightening up on credit, the
US was heading into a recession,
and with US freight volumes down,
American truckers were grabbing
what had traditionally been our
freight.

And then the price of fuel went
through the roof.

Fuel prices had been climbing
steadily since 9/11, but the increas-
es have been more or less manage-
able until recently. You can deal
with steady, slow increases by ad-
justing rates and surcharges as you
go, but with the spikes we’ve expe-
rienced since the beginning of 2008,
we’ve simply been unable to adjust.

I heard some scary numbers last
month at Truck World in Toronto
from Steve Russell, chair and CEO
of Celadon, the Indianapolis-based
truckload carrier with terminals
and operations in Mexico and
Canada. In his “State of the
Industry” speech he pointed out
that fuel costs on 120,000 miles a
year have increased by $56,000
since 9/11.That’s fifty-six-thousand
dollars more than it cost to run
120,000 miles in 2001.

Are you making $56,000 more
than you did in 2001/2002? 

Celadon’s fuel surcharge was 59

cents/mile in April when fuel was at
$4.05/gallon ($1.07/litre). That was
on top of what he says was the com-
pany’s average rate of $1.55/mile.
But in the last three months of last
year, Russell says the average rate
paid by a Celadon customer went
down by a nickel a mile to $1.50.
That may not sound like much, but
it cost his company $3 million in the
fourth quarter of 2007.

Yet despite skyrocketing fuel
costs, I hear every day about one
carrier or another actually cutting
fuel surcharges. Unbelievable.
They’re cutting mileage rates, too,

and some are even trying to short-
en the distance between two points
on the map. But when I state the
obvious – don’t take the cut if you
can’t afford it – some owner/ops ar-
gue it’s unreasonable to expect 50-
to 60-cent surcharges from carriers
and customers. Only you can make
that call because you know your
costs, but if the big outfits are
charging and getting 59 cents, why
aren’t you? 

In his Truck World speech,
Russell also noted that historically,
about 100 small fleets in the US fail
in a typical quarter. Compare that
with the first three months of this
year when 400 fleets went belly-up.
He watches stuff like that.

Watching the signs is part or
knowing your market, one of the
seven habits of successful
owner/operators – or any business
operator for that matter.

And speaking of watching the
signs, lest you become one of the
statistics Russell cites in his next
speech, keep a sharp eye open for
clues that your business partners
might be experiencing difficulties.
If cheques are withheld or don’t
clear the bank, or if you’re seeing
unexplained deductions, there’s
probably a cash flow problem.

If your fuel cards are capped or
limited, be wary. You wouldn’t
want to be halfway across the coun-
try when the fuel company – or
worse, the insurance company –
pulls the plug. Know the big pic-
ture. But, say the pundits, don’t ex-
pect the view to change anytime
soon. ■■

– Joanne Ritchie is executive direc-
tor of OBAC. What’s your view? 
E-mail her at jritchie@obac.ca or
call toll-free 888-794-9990.

OPINION

Voice of 
the O/O

Joanne
Ritchie

Perfect storm hit harder, faster than anyone expected

Visit our website for detailed contact info. on our members across Canada. www.truckpro.ca.
A network accessible all the way

The largest independent service centre
network across the country

TruckPro is a network associated with UAP Inc. – Heavy Vehicle Parts Division.
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Border Fleet Services Ltd.
edafcgihjk
Abbotsford, BC, 604-857-7939
Glasvan Trailers Inc.
abcdefghiljk
Alliston, ON, 705-434-1423
Simcoe Truck & Trailer Ltd.
abcdefgijk
Barrie, ON, 705-728-8222
Ressorts Rive-Sud ltée 
adbcfik
Boucherville, QC, 450-641-1304
RCB Truck & Trailer Repair 
acdefghiljk
Brandon, MB, 204-729-9172
Pyett Spring Service Ltd.
abcdeij
Caistor Centre, ON, 905-957-7033
Centre du Camion Pro-Cam 
Saguenay inc.
abcdefghiljk
Chicoutimi, QC, 418-693-0123
Lickman Truck & Trailer 
Parts & Service Ltd.
abcdefghilj
Chilliwack, BC, 604-793-9660
Ocean Truck Equipment Ltd.
acdefgiljk
Dartmouth, NS, 902-468-2555
Fleetline Parts & Service Ltd.
acdefghiljk
Digby, NS, 902-245-5833
Tubby's Truck & Trailer
abcdefghiljk
Dorchester (London), ON,
519-455-3000
North Keele Auto Truck 
& Car Repair Center Ltd.
abcdefghiljk
Downsview, ON, 416-638-5963
Voth Sales & Services Inc.
abcdefghij
Eden, ON, 519-866-3459

The Real McCoy Service Centres  
abcdeghi
Edmonton, AB, 780-453-8706
The Real McCoy Service Centres  
abcdeghijk
Edmonton, AB, 780-468-1471
Ken Lapain & Sons Ltd.
abcdefgiljk
Essex, ON, 519-776-6473
Zanchin Truck & Trailer Inc.
acdefghiljk
Fort Erie, ON, 905-991-0001
CHR-ACK Parts & Repairs
acdefgij
Fort Nelson, BC, 250-774-3273
Goulais River Truck & Tractor Ltd.
acdefghiljk
Goulais River, ON, 705-649-4788
Bradvin Trailer Sales Ltd.
acdeilk
Grande Prairie, AB, 780-539-6260
Barton Truck Centre Ltd.
acdefghilj
Hamilton, ON, 905-544-2626
HWY 4 Truck Service Ltd.
acdefghilj
Hanover, ON, 519-369-5052
Serge G & D Repair
abcdefghilj
Hearst, ON, 705-362-5633
High Prairie Truck & Trailer Ltd.
abcdefghiljk
High Prairie, AB, 780-523-4777
T.C.Trailer & Welding Service Ltd.
abcdefgiljk
Jacksonville, NB, 506-325-1280
Parent Mechanical
abcdefgijk
Kapuskasing, ON, 705-335-3617
Ressorts Lasalle inc.
abcdefk
LaSalle, QC, 514-365-8176

Les freins NBL inc.
acdefgiljk
Laval, QC, 450-973-7700
Ressorts Industriels inc. C.T. CAM
abcdefijk
Laval, QC, 450-661-5157
Truck Zone Inc.
abcdefgiljk
Lloydminster, AB, 780-875-7712
Ray & Doris Truck Parts
abcdefghiljk
Longlac, ON, 807-876-2687
Hydraco Industries Ltd.
abcdefgiljk
Medicine Hat, AB, 403-526-2244
Glasvan Trailers Inc.
abcdilk
Mississauga, ON, 905-625-8441
Glasvan Trailers Inc.
abcefghiljk
Mississauga, ON, 905-625-8441
Fleet Partner Truck & Trailer Center 
abcdefghiljk
Moncton, NB, 506-383-1212
CVL Montmagny inc.
abcdefghiljk
Montmagny, QC, 418-248-0612
Ressorts Montréal-Nord ltée
abcdik
Montréal, QC, 514-643-1121
Ressorts Universel inc.
abcdef
Montréal, QC, 514-648-0820
Tim's Truck & Equipment 
Service Inc.
cdefghiljk
Napanee, ON, 613-354-8467
Pioneer Spring & Alignment Ltd.
abcdefghijk
New Liskeard, ON, 705-647-8707
K.I.D.Truck & Trailer Service  
abcdefghiljk
Oakville, ON, 905-842-2942

Ottawa Trailer Repair Inc.
abcdefgiljk
Ottawa, ON, 613-741-0878
Peace Truck & Trailer Ltd.
abcdefghijk
Peace River, AB, 780-624-8655
Drolet Ressorts inc.
abcdegiljk
Québec, QC, 418-687-5222
Edgar Blondeau inc.
abcdegik
Québec, QC, 418-651-6880
Suspension Illimitée inc.
abcfik
Québec, QC, 418-681-2226
The Real McCoy Service Centres  
abcdeghi
Red Deer, AB, 403-343-8771
A-Line Frame 
& Alignment Services Ltd.
abcdefik
Saskatoon, SK, 306-931-6612
Kal Tire Sedgewick
abcdefgilk
Sedgewick, AB, 780-384-3665
Garage Alain Bernier
abcdefgljk
Senneterre, QC, 819-737-4275
Smithers Parts and 
Service (2005) Ltd.
Smithers, BC, 250-847-4287
abcdefgiljk

Mécanique Générale MPC 
Rive-Sud inc.
abcdefghiljk
Sorel-Tracy, QC, 450-742-2764
Garage Benoit Trudeau
acdefgiljk
St-André-Avelin, QC, 819-983-1260
L.C.D. Entreprise ltée 
abcdegiljk
St-Jacques, NB, 506-736-6310

Ressorts Mirabel inc.
abcde
St-Janvier, QC, 450-434-4111
St-Laurent Suspensions inc.
abcdf
St-Laurent, QC, 514-336-1910
Ressorts d’auto et camion Rock inc.
abcdfgik
St-Romuald, QC, 418-834-1010
Sudbury Truck & Trailer Centre Inc.
abcdefghijk
Sudbury, ON, 705-673-3613
Partco Truck Parts & Service
abcdefghiljk
Sundre, AB, 403-638-3414
McGibbon Diesel Ltd.
acdefghiljk
Sussex, NB, 506-433-4814
Oldtime Truck Wrenching Ltd.
acdefgijk
Topley, BC, 250-696-3222
Boudreau Développement 2000 ltée
abcdefgiljk
Tracadie-Sheila, NB, 506-394-2000
Mobile Mechanical Services
acdefghiljk
Verner, ON, 705-594-1319
Agri-Manic inc.
acdefgijk 
Victoriaville, QC, 819-751-0099
Glasvan Trailers Inc.
abcdeilk
Whitby, ON, 905-430-1262
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Truck-Lite product, and
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Trust your work to 
TruckPro,2 and get 
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1
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$

Offer valid from May 15 to June 30, 2008.
1. One draw for each prize per participating TruckPro service centre.
2. This promotion is offered exclusively at participating TruckPro service centres.

3. Use the RONA Gift Card up to its total value to pay for your purchases at participating
RONA stores and its other banners.
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2 winners at every 
TruckPro1 service centre
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By Jan Westell
BANFF, Alta. – Despite the cur-
rent slowdown, the trucking in-
dustry remains plagued with a
driver shortage, a situation that is
not expected to improve any time
soon according to a speaker at 
the Alberta Motor Transport
Association’s annual convention.

“Employee retention is the
number one challenge,” said Rael
Kalley, a consultant with Strategic
Pathways.

Part of Strategic Pathway’s
method of solving the problem is
to analyze employment surveys
and learn why employees are 
resigning.

Kalley noted that driver
turnover is the single greatest cost

to the trucking industry, and esti-
mates that it may cost a fleet 
operator as much as $12,500 per
employee.

“Many companies do not real-
ize the true cost of replacing one
employee,” said the human re-
sources consultant, who added
that in many cases it’s a “needless
expense.”

Strategic Pathways takes advan-
tage of various employment sur-
veys to ascertain the reasons why
people resign.

The research team has discov-
ered that the decision to jump
ship is rarely about financial need,
which is often considered to be
the main reason.

“It’s an absolute myth,” he said.

“It just isn’t so.”
Another myth is about loyalty.

Workplace abuse was the primary
reason for leaving – not a lack of
loyalty, according to Kalley’s re-
search. “It has to be earned and
maintained,” he said.

The HR consultant stated that
employee values have changed
from decades ago, when frequent
career changes were frowned
upon.

Today, greater employee move-
ment is now considered to be
“growth-oriented,” rather than 
an indication of an unstable 
career path.

Strategic Pathways conducts
hundreds of interviews every
month, and Kalley’s research
team analyzed 10 recent inter-
views that were done just before
the Banff seminar to document
the reasons that survey subjects
were giving for their recent resig-
nations.

“We have what we call ‘depar-

ture diagnosis,’” said Kalley. “We
find why, and what caused people
to leave.”

Of those 10, four people stated
that the primary reason was “poor
treatment by supervisors, or
someone in management.” Many
of these complaints listed abuse,
such as: bullying, being yelled at,
sworn at, discounted, or insulted,
said the HR specialist.

“How can we afford to lose peo-
ple, simply by the way we talk to
them?” he asked.

Two of the people that were an-
alyzed for this small survey indi-
cated their reason for quitting was
due to a lack of appreciation. The
last two expressed that they were
“burned out” due to staff short-
ages as well as excess overtime –
again, without appreciation.

“All they ask for in return is for
somebody to say ‘Thank you’,”
said Kalley, who noted that these
former employees weren’t op-
posed to hard work, but felt that
they were not being recognized
for their extra efforts.

Of the remaining two of the 10
interview subjects: one person re-
signed to start a business, and an-
other resigned because of a
spouse that was moving to 
another city.

Consequently, out of this small
analysis, and countless others,
Kalley believes the main reason
for leaving a company is related
to the culture of the company.

“People don’t leave compa-
nies,” said Kalley. “They leave 
relationships.”

The HR specialist also spoke
about another indicator that leads
to dissatisfaction in the work-
place: feedback, or lack thereof.

“People want feedback about
how they are doing,” he said.
“People tell us, day after day after
day: ‘There is no feedback.’ They
didn’t know if they are doing well
or doing poorly.”

Further, employment analysis
researched by Strategic Pathways
indicates that dissatisfied employ-
ees complained that approval is
rarely shown if the business is
running smoothly.

But once something goes
wrong, supervisors are quick to
lay blame. Often, such a transgres-
sion is addressed by a manage-
ment inquiry, according to Kalley.
This reaction is what he refers to
as “seagull management,” which
“flies in,” reprimands staff, “then
flies away.”

Kalley encouraged the fleet op-
erators to consider those who may
be responsible when an employee
resigns, and to consider who might
be responsible for a poor working
relationship.

“When somebody leaves a com-
pany, people whom they report to
bear some responsibility for that,”
he said.

The consultant indicated that
employment referrals strengthen
the employment pool, but a lack
of word-of-mouth approval may
be an indication that human re-
sources may be the company’s
downfall – another costly prob-
lem, according to Kalley, that de-
tracts from retention. “Retention
is not a program,” he said. “It’s a
culture.” ■■
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AMTA

Why drivers leave
“Retention is not a program – it’s a culture.”

Event: Hosted by Natural Resources Canada’s ecoENERGY for Fleets (FleetSmart) and the US Environmental
Protection Agency’s (EPA) SmartWay Transport Partnership.

Purpose: Same Roads – New Challenges -  This forum will provide an opportunity for transportation 
industry professionals to explore and discover practical solutions to today’s challenge to go GREEN; 
managing the issue of energy efficiency in today’s on-road fleets.

The Forum Program: Focusing on the Return on Investment; developing education, training, and technologies for success
in a GREEN world.  
Day 1: Focus will be on calculating the return on investment in corporate operations, driver training
and technologies.  
Day 2: Focus will be on building a GREEN plan, overcoming barriers, and managing, measuring and
encouraging success. Industry experts will share their stories and show delegates how to do their
own calculations.

Target Audience: This forum is critical to Fleet Executives and Managers, Supervisors, Driver Trainers, Labour
Representatives, Training Schools, Carriers and Shippers, Government Officials and consultants
serving the on-road transportation industry. This is a fantastic opportunity for the trucking, bus,
transit, municipal, utility and urban fleet employees to network.

Where: Westin Bristol Place Hotel,
950 Dixon Rd., Toronto, Ontario,
M9W 5N4 
Tel:  (416) 675-9444 or 1-800-837-5184
Room Rates:  $155.00  Reference: FleetSmart Forum  

When: September 30, 2008 (Registration only)
October 1 & 2, 2008.  

Registration: Delegate fees (All prices quoted are Cdn. + GST):
Early bird special $525.00 per person for registrations prior to August 29th
All sessions thereafter $595.00  
Single day purchases are also available at $325.00 

Details and registration forms are available by contacting Leah Quelch:
Email: leah.quelch@antian.ca
Phone: 613-233-6464
Toll free: 1-888-758-1122
Web: Antian.ca

Our Partners: The Canadian Trucking Alliance, The Canadian Urban Transit Association, The Motor Carrier
Passenger Council of Canada, The Canadian Trucking Human Resources Council, Motor Coach
Canada, FP Solutions Inc and the U.S. EPA’s SmartWay Transport Partnership. 

SAME ROADS – NEW CHALLENGES
October 1 & 2, 2008 

Westin Bristol Place Hotel, 950 Dixon Rd., Toronto, ON

SAME ROADS – NEW CHALLENGES
October 1 & 2, 2008 

Westin Bristol Place Hotel, 950 Dixon Rd., Toronto, ON
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By Jan Westell
BANFF,Alta. –A security specialist
with the RCMP is promoting a na-
tional crime awareness program,
not unlike neighbourhood watch,
but designed specifically for the
trucking industry.

Sgt. Rob Ruiters is a coordinator
for the national Pipeline/Con-
voy/Jetway program,a crime aware-
ness and inspection program.

He travels the country, training
other law enforcement personnel as
well as the trucking industry, to 
become more educated about suspi-
cious criminal activity – and to 
report it.

“There’s a problem with criminal-
ity in the transportation system,” he
said at the Alberta Motor Transport
Association’s recent convention.
“That’s just a reality.”

By raising awareness, and by edu-
cating the trucking industry, Ruiters
indicated that this type of crime
watch could support the efforts of
chronically under-staffed law en-
forcement agencies.Many police of-
ficers don’t have the time to effec-
tively patrol commercial motor
vehicles,he said, since violent crimes
will always be a priority.

“If I can tell you any message, it’s
this: If you’re waiting for us to help
you, you’ll be waiting a long time.
We can only help so much. We’re
not saying we’re not interested.
We’re not saying we’re not going to
be there. The reality is, we’re all
faced with challenges. We’ll do the
best we can. The best people to
help the problems you’re having

within the transportation industry,
are you folks – through best prac-
tices and starting to develop certain
formats.”

In his entertaining and informa-
tive presentation, Ruiters de-
scribed the problems facing law 
enforcement agencies when inves-
tigating suspicious activity along
Canada’s highways. One problem,
apart from lack of manpower, is the
reluctance of police to inspect com-
mercial vehicles and effectively in-
terrogate the driver, despite a
growing problem related to trans-
porting contraband.

“No mater how any kind of crimi-
nality gets into in this country,at one
time or another, it ends up in a mo-
tor vehicle,” he said.

The Pipeline/Convoy program
began in the US in the 1980s, when
cocaine shipments were arriving in
Florida and subsequently shipped
north to New York and Chicago by
truck, according to Ruiters. Traffic
police at that time began to notice
commonalities with suspicious-
looking trucks and related seizures.
Consequently, operation Convoy
(motor vehicles)/Pipeline (commer-
cial motor vehicles) was developed,
with great success.

“They starting coming across
trucks that were moving a lot of
stuff that they shouldn’t be moving,”
he said. “They found that big dope
comes in big trucks.”

Ruiters started a similar
Canadian program in the early
1990s, and one of his first initiatives
was to promote greater inspections

at the US/Canada border crossing,
but he still isn’t impressed with the
results.

“Customs said they were going to
increase the amount of trucks
checked at the border to 2%. I think
they’re still working on it,” he said.

One of the mandates of the pro-
gram is to promote greater aware-
ness among police officers and to 
increase their investigational, con-
versational and awareness skills.
Although many Canadian police of-
ficers are already seasoned about
regular inspections with the motor-
ing public,according to Ruiters, they
still need to become more aware
about suspicious criminal activity.
“We know what the norms are.
So what are we looking for? The
anomalies.”

Ruiters told AMTA delegates
how to spot suspicious activity that
should be apparent to anybody who
works in the trucking industry, and
he gave a few specific examples.
One incident was related to a driver
of a truck who was stopped 
in Manitoba, near Winnipeg.
Apparently, there were a number of
suspicious indicators, such as: there
were no mandatory markings on the
exterior of the truck; there was an
overwhelming odour of air freshen-
er; and the cab curtain was closed,
yet the driver was on his own.These
were all clues that lead to an easy
seizure after a simple inspection.

“There were several hockey bags
sitting in the sleeper,” said Ruiters.
“The last time I checked, most truck
drivers by themselves, don’t have
five hockey bags for luggage.”

Another example of a suspicious
situation which should be apparent
to anybody within the trucking in-
dustry was a lone tractor recently
found bobtailing from West
Vancouver to Toronto. The bobtail
was eventually spotted by a police
officer a few hours from any com-
munity, who wisely investigated.

“It was an unusual sight, which
would not be considered cost-effec-
tive,” said Ruiters. “How do you

make a buck out of that?”
He said the officer was also suspi-

cious because such a long drive
without a trailer would be quite un-
comfortable.

“They’re not designed to be driven
that way,” he added.

Other anomalies that tipped the
officer in this case,were: the absence
of a log book; the driver didn’t have
a licence; and a small amount of
marijuana was found in the cab, be-
fore more drugs were found in a
roof compartment.

The security officer also warned
about questionable trucking compa-
nies that undercut legitimate truck-
ing organizations for the purpose of
transporting contraband amongst a
legal load.

“They can augment that load with
their own load and they move it
within the legitimate load,” he said.
“They’ll hide it, so the product that’s
being shipped is being compromised
as well.”

Not only should fleet operators
become more aware about criminal
transportation activity, Ruiters rec-
ommended that fleet operators
train all operational personnel to
become educated and more aware
about the same issue.These employ-
ees may easily detect unusual be-
haviour with drivers, structural
changes to trucks, and other suspi-
cious activity around the yard.

Employee drug use is another is-
sue the trucking industry should be
wary of, according to Ruiters. Law
enforcement agencies have stopped
many truck drivers who consider
small amounts of marijuana harm-
less. That’s not necessarily the case,
according to Ruiters, who advised
the Alberta trucking industry to be
aware of this safety issue.

“Some of them are driving your
vehicles. That should be a real con-
cern to you. You’ve got to wonder
about the people driving in your
trucks, working in your company,
your warehouses. It’s definitely a
safety concern,” he concluded. ■■

@ARTICLECATEGORY:3361;

AMTA

CSI Trucking: RCMP investigator gives tips on crime prevention

trucknews.com
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Ancra Canada
expands sales force
WINNIPEG, Man. – Ancra
Canada has paired up with a new
marketing team to expand its push
into Canada.

Winnipeg-based Pro Force
Marketing began representing
Ancra’s cargo control product line
beginning May 1, the company an-
nounced.

Pro Force has nine years experi-
ence in the heavy-duty transporta-
tion industry. It will offer a team of
six salespeople, the companies
have announced.

The sales team will represent
Ancra’s cargo control products at
the OEM, aftermarket and fleet
levels, according to company offi-
cials.

They will work alongside Brian
Larocque, Canadian sales manager
and Richard Drapeau, eastern re-
gion sales manager.

“Today’s transportation indus-
try is looking for both safety and
uniqueness from their cargo con-
trol suppliers. Ancra’s innovative
ideas in the area of cargo manage-
ment and tie-down, positions
Ancra to becoming a prominent
supplier of cargo control product
in Canada. We, Pro Force
Marketing, are glad to have been
given the opportunity to be part
of Ancra’s sales team,” announced
Chuck Fritsch, Canadian sales
manager with Pro Force
Marketing. ■■

BIRMINGHAM, Ala. –
Components produced by Marmon
Highway Technologies will receive
a price adjustment to compensate
for an unprecedented rise in mate-
rials costs, the company has an-
nounced.

Marmon, under various brands
such as Fontaine, Leland and
Fleetline, manufactures everything
from fifth wheels to brake systems
to clutches and transport trailers.
Marmon president Kelly Dier said
the company has done everything
possible to reduce production costs
and thus far has been able to com-
pensate for the increased costs of
raw materials. Now, however, the
only option remaining is to in-
crease prices, he said.

Nearly every product produced
by Marmon’s companies consist of
metals as the primary raw material.
Prices for scrap metal alone have
surged 88% in the first quarter, the
company pointed out in a release.

“These immediate actions are es-
sential to allow us to continue our
long history of providing innova-
tive products and unsurpassed
service,” Dier said.“As the technol-
ogy leader in our product cate-
gories, we are absolutely commit-
ted to research and development
that will continue to reduce weight,
improve product performance and
deliver market-leading value to

meet the needs of our customers.”
Meanwhile, Webb Wheel also 

announced it will adjust prices to
compensate for surging raw mate-
rials costs.

Webb announced that it will 
immediately implement a monthly
pricing schedule through all its
product lines, which will reflect cur-
rent raw materials prices.

“Castings are a significant part of
our total product costs,” explained
Pedro Ferro,Webb Wheel Products
president. “Webb has been work-
ing closely with our casting suppli-
ers to monitor the scrap market
trends. In the first quarter of 2008,
scrap prices have increased 88%,
and we have experienced further
alarming increases since the first of
April. It’s unfortunate, but we have
no reason to believe the extreme
scrap market volatility will subside
any time soon, thus making the 
immediate pricing changes neces-
sary.”

The increased cost of raw mate-
rials is blamed on increased de-
mand for scrap metals around the
world.A weak US dollar and weak
supply is contributing to the prob-
lem.Webb officials said the compa-
ny will try as much as possible to
mitigate the impact rising materials
costs are having on customers, but
conceded that raising prices is in-
evitable. ■■

Mack introduces
CARB-approved
engine options
LEHIGH VALLEY, Pa. – Mack’s
MP7 and MP8 engines are now
available in a CARB-friendly con-
figuration which can be idled 
beyond five minutes in California.

Customers can now spec’ an
“Idle Emission Certification –
CARB 08” version of both engines
built after Jan. 1, 2008, the compa-
ny says. California’s stringent anti-
idling rules, introduced earlier this
year, do not allow non-compliant
engines to idle longer than five
minutes.

In order to be exempt from the
no-idle rule, an engine must emit
less than 30 grams of NOx per
hour. Mack officials says both the
MP7 and MP8 are now capable of
this. Mack says it is already taking
orders on the new option.

A decal must be affixed to the
hood of trucks with a CARB-
approved engine.

“This feature gives Mack drivers
the ability to idle their engines as
needed,while still emitting extreme-
ly low levels of NOx,” said David
McKenna, Mack powertrain sales
and marketing manager. “Our cus-
tomers know not to idle unnecessar-
ily, but they will be pleased with 
having this option for those times
when idling is necessary. And Mack
MP engines are designed to be very
fuel efficient while idling.” ■■

OEM/DEALER NEWS
Suppliers raise prices to offset
surging raw materials costs
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Maxim consolidates business units
WINNIPEG, Man. – The owners of Maxim Transportation Services have
consolidated the company’s seven divisions and 15 branch offices under a
new name: Maxim Truck & Trailer.

“The new unified name and brand – Maxim Truck & Trailer – represents
our strategy to place a greater focus on the overall customer experience at
all Maxim divisions and branches,” says president Doug Harvey. “We are
placing an even greater emphasis on making things simple for our cus-
tomers by offering end-to-end solutions for all their truck and trailer needs.”

Maxim Truck & Trailer is a full-service truck and trailer dealership with
capabilities including:sales; rental; leasing;and after-sales service of new and
used trucks and trailers. It also boasts a national presence,with 15 branch of-
fices and more than 560 employees based in 10 Canadian cities between
Vancouver and Montreal.

“For over 27 years,Maxim’s growth and expansion have been driven by a
focus on our customers,” says Harvey.“As we embark on a new chapter un-
der the unified Maxim Truck & Trailer banner,meeting the needs of our cus-
tomers – both large and small – will  continue to guide our business.” ■■

BEST IN THE WEST: Bill Sie dealer principal Gold Key GMC Commercial Truck
Center (left); Joe Aiello, national commercial truck sales manager, GM Canada;
Martin Armstrong commercial truck sales manager GM Canada (behind); and
Jim Alden (right) sales manager west, Isuzu Commercial Trucks of Canada 
celebrate Gold Key’s accomplishment recently in B.C.

SURREY, B.C. – Both Irvine Truck Centre of Markham,Ont.and Gold Key’s
commercial truck centre in Surrey, B.C., have once again been named the top
dealerships in their respective classes. Irvine generated the highest sales of any
medium-duty GM dealership in Canada for 2007, while Gold Key accom-
plished the same feat for W-series low cab-forward trucks.

Irvine, which beat out 74 other medium-duty dealerships to claim top spot,
had the best sales numbers in 2006 as well, achieving an all-time high in that
year. Irvine sales representative Russ White was also able to defend his title as
top performing salesperson in the nation.

Gold Key delivered 124 units in 2007 and was a repeat winner, like Irvine.
“This impressive feat is due to Gold Key’s outstanding customer service and
overall business performance as well as the 110% effort and valuable work
contributions that are made by over 100 committed members of the Gold Key
Team,” officials said. ■■

Irvine, Gold Key repeat winners in GM sales
COLUMBUS, Ind. – Cummins has
enjoyed a strong first quarter, thanks
in part to increased market share in
the North American trucking indus-
try. Cummins posted Q1 sales of
US$3.47 billion (up 23% over the
same period last year) and a net in-
come of US$190 million (up 33%
over last year).

“Our strong performance in the
first quarter, which came in the face
of considerable economic uncertain-
ty in the US, is further proof that our
diversification and growth strategies
are working,” said Cummins chair-
man and CEO Tim Solso.“While we
are monitoring the US economy
closely,we intend to continue invest-

ing in opportunities around the
world to fuel further growth in the
future.”

Demand for Cummins medium-
duty truck engines was especially
strong in the first quarter, the com-
pany reported.

Heavy-duty truck engine ship-
ments were up 36% compared to
the same time last year and medium-
duty engine shipments surged 68%,
thanks to increased market share in
North America.

Through February, Cummins re-
ported it enjoyed 43% market share
in the North American Class 8 truck
engine market, compared to just
28% the same time last year. ■■

Cummins reports solid growth in Q1
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be more fleet-focused and less con-
cerned with filling our dealers’
shelves. More time with the fleets,
less time with the dealers,” said Art
Campagnoni, vice-president, North
American commercial sales for
truck and bus.“We listened.We took
action.”

Each sales region will consist of
dealer sales managers, regional fleet
sales managers, and territory sales
managers reporting to the regional
fleet sales managers.

“This structure is flatter and more
focused. It isn’t focused on just
achieving sales numbers. It is fo-
cused on providing bundled solu-
tions to fleet customers that buy
these products and services from
you,” Campagnoni told the dealers
and distributors in attendance.

Solomon also acknowledged dur-
ing a press briefing that company ex-
ecutives struggled with the decision
to keep Canada as just one region.

“The geography is so big but the
market size is about the same as
some of our other regions.And that
region is working so well now. The
Bandag and the Bridgestone guys
are always together. But we would
consider Canada East and Canada
West regions if we found there was a
need,” he said. ■■

@ARTICLECATEGORY:841;

@COMPANYINARTICLE:018351437;

Price increase set for
US Bandag customers 
MUSCATINE, Iowa –
Bridgestone Bandag Tire
Solutions (BBTS) has an-
nounced price increases in the
US of up to 5% for tread rub-
ber products to its Bridgestone
Bandag franchised dealers. No
increase is being taken for
tread rubber products in
Canada. The new pricing went
into effect May 5.

“Unprecedented energy prices
continue to impact our costs,
particularly for raw materials
and transportation,” said Saul
Solomon, president of BBTS.
“We’ll continue to focus on en-
hancing our operational efficien-
cies and increase productivity so
that we may only pass on in-
creased costs as absolutely nec-
essary. Our Bandag dealer net-
work will continue to offer
quality retread tires, as well as
preventive maintenance services,
to help fleet customers control
their operating costs at a time
when they need it most.”

BBTS executives hinted at
price increases during the com-
pany’s recent BizCon confer-
ence in New York, stressing 
several times that tire manufac-
turers are being challenged by a
combination of a slower eco-
nomic market and escalating
raw materials costs.

“You now have a headache
that even high doses of mor-
phine cannot cure,” said Singh
Ahluwalia, president, sales and
marketing during a speech at the
conference. “Tough choices,
tough decisions but I can say this
with certainty: Prices of raw ma-
terials have drastically escalated
over the past 12 months. Our
costs are up and we have no
choice but to pass these costs on
as we have no way to absorb
these rapidly escalating raw 
material costs.” ■■

@ARTICLECATEGORY:841;

@COMPANYINARTICLE:018351437;

By Lou Smyrlis
NEW YORK, N.Y. – Ten months af-
ter its blockbuster purchase of the
privately-held Bandag retread fran-
chising business and a few weeks af-
ter the official merging of its truck
tire and retreading operations,
Bridgestone unveiled its newly
named Bridgestone Bandag Tire
Solutions (BBTS) business unit to
dealers, distributors and press gath-
ered here for the annual BizCon
meeting.The public unveiling of the
new tire powerhouse included the
introduction of the new president
for the business, its new home and its
strategy for going to market.

Saul Solomon, who joined
Bridgestone/Firestone in 1993 as
general counsel rising to vice-presi-
dent and general counsel of
Bridgestone Americas Holding by
2000, was introduced as president of
the new group. Having previously
led a transition team during
Bridgestone Americas’ 2007 merger
with Bandag, he went on to serve as
chairman, CEO and president of
Bridgestone Bandag, LLC begin-
ning June 1, 2007.

BBTS will be operating out of the
former headquarters of Bandag in
Muscatine, Iowa, however, the sales
and marketing functions will be run
out of Bridgestone’s Nashville head-
quarters and will be headed by long-
time Bridgestone executive Singh
Alhuwalia.

He assumes the role of president,
sales and marketing for BBTS.
Company officials stressed that the
four company brands will retain
their unique identities and continue
to be marketed under their current
mix of channels.

But the goal of the restructuring is
to be able to provide fleets with an
integrated solution that includes
both new tires and retreads for all
types of customers. There are four
types of tire buyers, according to
BBTS officials: “product buyers”
who are loyal to specific products or
brands; “price only buyers” who fo-
cus on cost; “life-cycle buyers,” who
want their tire decision to pay divi-
dends on the bottom line over both

the short- and long-term, and the
“outsourcing buyers.”

The Bridgestone brand will re-
main the premium offering with
Firestone provided as a lower-priced
option and Dayton set up to provide
an answer to the onslaught of low-
priced offshore products. Bandag
will continue with its current fran-
chise set up. Essentially, the
Bridgestone and Bandag brands will
be offered in all channels. Firestone
will be offered in the dealer, truck
stop and government channels.
Dayton will be offered in the dealer
channel.

“Our go-to-market strategy will
allow us the ability to compete in all
these areas,” said Kurt Danielson,
vice-president, North American
marketing

The integration has also changed
the way the new company will set up
its regional sales. Whereas before
the integration North America was
divided into four regions – Canada
and the US northcentral, southeast
and west, it is now divided into eight
regions: Canada (directed by Jim
West) and the US northeast, north-
central, Great Lakes, southeast,
southcentral, southwest and north-
west.

“Virtually every time we asked
our dealers what we could do to de-
liver more value, the answer was
consistently the same.We needed to

OEM/DEALER NEWS

Bridgestone discusses Bandag integration

Detroit Diesel offers free performance upgrades
REDFORD, Mich. – Detroit Diesel has announced it will be be offering a free
software upgrade that will boost the fuel efficiency of its Series 60 engines.The
software will enhance fuel economy by up to 2.5%, the company says.

“Extensive testing of the Series 60 has shown our particulate filter 
regeneration process is more effective than originally anticipated,” said David
Siler, director of marketing for Detroit Diesel. “The fact that the filters are
staying clean, combined with some advancements in the regeneration 
software, allow us to enhance the regeneration process to improve the fuel 
efficiency for the engines.”

In addition to improving the DPF regeneration cycle, the new software will
also enhance the shifting and cruise control functions, the company says. It will
accomplish this by limiting engine speed during up-shifts and optimizing 
engine speed while in cruise control. Customers can receive the performance
upgrades by visiting their Detroit Diesel dealer or service location, beginning
July 1. The upgrades will be automatically built into new Series 60 engines 
produced after July 1, 2008. ■■
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RATES

By Ingrid Phaneuf
TORONTO, Ont. – To hear truck-
ing industry insiders describe it, the
current rate crunch is Darwinian in
scale - long,drawn out and threaten-
ing to change the face 
of the trucking industry as we know
it.And it’s all thanks to rate cutting,
a practice which,according to truck-
ing industry insiders, is spreading
like cancer and causing an equiva-
lent amount of damage.

“A tremendous amount of 
rate cutting is happening,” says
Caravan Logistics general manager
Kevin Snobel. “Between now and
next year I’m predicting at least
10% of companies now in existence
will have folded.”

First comes rate cutting, and then
comes extinction, warn those in the
know. “It’s devastating, very harm-
ful,” says Ray Haight, executive 
director of MacKinnon Transport
and recently elected 2008-2009
chairman of the Truckload Carriers
Association. “And it’s a slow death.
Eventually the companies who do it
go out of business. I hear the sur-
vival of the fittest argument – that
eventually rates will go up when

consolidation happens –
but I don’t think a down-
ward pressure on rates is
good for the industry at
any time.”

Haight says safety is just
one of the sacrifices carriers
make in order to run for less.

“What I worry about is that
smaller carriers will find a way to
survive by putting more hours on
their trucks on a daily basis that
they should legally. It creates all
sorts of problems for everyone,”says
Haight, who also worries downward
spiraling rates will drive truck
speeds up.

“Speed limiting legislation would
level the playing field of course,” he
says, adding the trucks in his fleet
have been 105 km/h on the pedal
and 102 km/h on cruise for as long as
he can remember.

Snobel, meanwhile, is concerned
about the long-term effects of rate
cutting, namely the amount of time
it will take for the industry to recov-
er the gain it made a few years ago.

“If I’m carrying freight that’s
worth $1,000 for $850 how long will
it take me to get back to the rate 

DO YOU KNOW THIS
GUY?: Carriers are put-
ting themselves out of

business by under-
bidding on freight

and placing un-
susta inable

pressure on
rates.

I should be
c h a r g i n g ?

With a few per-
centage points in-
crease per year it’ll
take five to seven

years just to get back
to where I need to be

in the first place.”
Consolidation isn’t the

answer, says Snobel.
“When consolidation

happens, service suffers.
The customer needs to understand
that,” he says. But who’s undercut-
ting their rates and why? While
Haight says it could be just about
anyone, Snobel lays the blame
squarely on inexperienced players.

“The type of carrier who cuts rates
could be any carrier hauling a trail-
er,” says Haight, “except maybe the
niche carriers, like temperature con-
trol and tank carriers who are inso-
lated a bit from the overall crunch.”

“So many people hang out a shin-
gle and just don’t know how to run a
business,” says Snobel.

“Bad business is the main culprit –
just because you own two or three
trucks it doesn’t make you a smart

business person.”
So what’s the solution? Are low

rates here to stay or will the industry
recover, one small step at a time?
And how? Charging more for back-
hauls coming from the States is one
way cross border carriers can recov-
er lost revenues, says Snobel.

“Rates are higher coming home
now, than going out, which is the op-
posite of what it used to be in the
past, with customers paying more
for a headhaul,”says Snobel,who in-
sists the so-called capacity is over-
stated.“The industry is overreacting
by undercutting rates unnecessarily.
There’s plenty of reason for cross-
border rates to stay up. It still costs
money to cross the border, what
with ACE and PIP and all the driver
training you have to do. And driver
shortages and retention are still an
issue. Not to mention how much
money it takes to keep good drivers
happy.”

Parking trucks is an option that
carriers should seriously consider,
says Haight. “We trim back where
we have to,” he says. Avoiding buy-
ing new equipment is another op-
tion. Diversifying so as not to be re-
liant on one kind of load is still
another, he adds. Not to mention
keeping a close eye on expenses,
says Haight.

“At the Truckload Carriers
Association, we benchmark expens-
es so we can keep track of what fuel,
repairs and maintenance cost.
About 40-50 carriers’ expenses are
now being benchmarked. It’s a
cheaper, better way to share knowl-
edge and increase productivity.” ■■
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When calculating your opera-
tion costs, include those generated
by driver turnover.

Replacing a driver costs an av-
erage of $10,000.

Besides, it will take a while be-
fore the new hire is as productive
as the experienced driver who
left.

This also represents a cost.
In the end, the process is quite

simple.
Yes, it does take time and a lot

of math.
But having the most effective

method of establishing rates for
different customers will allow you
to offer the most competitive
prices to the customers who de-
serve it, and maybe abandon oth-
ers that actually make you lose
time and money, allowing your
sales team to better focus on po-
tential new markets that offer bet-
ter business opportunities. ■■

@ARTICLECATEGORY:3361;
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By Eric Berard
MONTREAL, Que. – It’s a sad
reality in the trucking industry,
but many carriers don’t really
know their exact operating costs.
The result is that some trucking
companies out there actually lose
money operating their vehicles,
because they accepted contracts
that don’t even cover their ex-
penses.

Moreover, by doing so they are
putting pressure on prices that
can negatively affect those who
know how to count.

According to expert in pricing
Frederik Francois, the key is to
break down a fleet’s expenses as
much as possible in different cat-
egories, in accordance to the con-
text where these expenses are
made.

President of VISA Concept, a
consulting company in the truck-
ing industry, Francois was one of
the speakers at a recent educa-
tional seminar organized by the
Markel Insurance Company in
Montreal.

“Pretty much everybody calcu-
lates their operating costs.The dif-
ference is that some do it more
precisely than others,” he said,
adding that the most common
mistake made by carriers, regard-
less of their size, is to assume that
pricing is “costing + X%”.

The customers you serve have
different requirements. The
equipment you use for each dif-
fers, as well as the kind of roads
your vehicles travel on to get their
shipments to their destination.
This means that each customer
has a different impact on your
fuel costs (flat roads vs hills), city
routes represent costs that differ
from long-haul, a day cab costs
less to finance than a big tractor
with a sleeper and the context in
which each truck is used has a di-
rect impact on its unique mainte-
nance costs.

In a nutshell, if you establish
that your average operating costs
are “X” and that you add a per-

centage of “Y” to make a profit,
you put yourself in a position
where you are charging too much
to certain customers (and your
competition might take them
away from you) and not enough
for others, actually losing money
instead of making a profit.

There is a lot of number crunch-
ing to be done, but in the end it is
worth doing it, insists Frencois,
adding that a fleet needs to take
into account all of its costs when
establishing rates, not only the
ones generated by the operations.
“Always remember to take into
account all your administration
costs, such as vehicle registration,
permits purchase, drug and alco-
hol testing, etc,” he says. “Also,
when calculating your operating
costs, make sure to involve all the
departments of the company, not
only accounting, because many
factors can have an effect on
costs.”

He gives a simple example:
“The cost of a driver is more than
his pay and benefits. When he or
she is on vacation, you have to re-
place him or her, and there are
costs associated with that.”

He also advises to verify how
many empty runs you make and in
what geographic area they occur.
An empty trailer on a flat surface
doesn’t cost the same as an empty
truck in a hilly area.

Of course, spec’ing your trucks
right for your application will help
to lower the costs. This is why it is
so important to know and under-
stand every aspect of your opera-
tions.

Waiting time and the time it
takes to load and unload the
trucks are also important source
of expenses.

Yet, they differ from one cus-
tomer to another.

This is why it is important to
calculate these and establish your
rate accordingly.

Customers with effective dock
crews should not be paying for
lousy shippers.

RATES

Making sense of rates
Are you charging too much?
Not enough? Or both?

Worth Repeating:
The following are some comments on rates, made recently during
Decisions 2008, our annual Shipper-Carrier Roundtable.Video of the en-
tire discussion can be viewed on our Web site, trucknews.com. Just enter
the multimedia section of the site and select the video of your choice.

“Contracts in a lot of cases don’t seem to be worth the paper they are writ-
ten on. No sooner do you sign it than you find there is rate action taking
place and you are back revisiting the customer. Probably in 85% of the
RFPs that we’ve responded to the incumbent carrier that had the business
re-secures the business but what the shipper has been able to do is ration-
alize the rates to a market level. From a carrier’s standpoint, also, I don’t
know why anyone would sign an agreement based on the volatility of cur-
rency and crude.”

– Scott Johnston, former president and COO Yanke Group
Shipper-Carrier Roundtable Series, Transportation Media

“You don’t do yourself any favours if your suppliers are losing money.The
smart shippers understand it isn’t just about price. It’s about price and serv-
ice.”

– Robert Ballantyne, president, Canadian Industrial 
Transportation Association

Shipper-Carrier Roundtable Series, Transportation Media

“I think trucking by nature always has had fairly low barriers to entry and
there have been commodity providers that don’t know the implications of
their pricing and that creates a ‘buyer beware’ situation. I think the pur-
chasing model sometimes is difficult because it often is not an enterprise
function that considers the whole business. You have someone in a corner
office that is judged by how low they can get the rates and often at risk to
the business.”

– Scott Smith, president, J.D. Smith & Sons
Shipper-Carrier Roundtable Series, Transportation Media

“I think it would be nice if carriers and shippers could work cooperatively to
deal with improving efficiencies rather than to drive down rates to below cost,
which is what happens typically in such situations. When times get tough it
seems it’s every man for himself and shippers look to wherever they can get
rate relief because they are under cost pressure themselves within their own
organization.”

– Doug Munro, president, M-O Freightworks
Shipper-Carrier Roundtable Series, Transportation Media ■■
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justice agencies have this informa-
tion “forever,” says Ashby. Despite
a pardon, there is an expectation 
at the US border to divulge 
past crimes. “You are breaking
American law by not telling them,”
he adds.

The application process for a 
US waiver can be a costly and
time-consuming process, and if 
approved, the time period for 
entry is limited to a one-, three- or
five-year travel period. Yet, not all
Canadians with criminal back-
grounds require a US waiver ac-
cording to Paulette Gauthier-Roy,
of Pardons Inc., located in Sudbury
and Toronto.

She says that if a crime was 
minor in nature, and designated a
“summary conviction,” which is
equivalent to the US “misde-
meanor,” crime classification,
there should be no problem at the
border.

“Usually with one summary con-
viction, (the visitor) doesn’t need a
waiver,” says Gauthier-Roy, who
creates a “travel portfolio” for fre-
quent visitors to the US, that spec-
ifies the minor nature of the for-
mer crime and incorporates all
supporting documentation.

“I do it for drivers who have a
problem at the US border,” she
says, of a comparably minor
process that still doesn’t offer 
any guarantee at the border.
“Sometimes they let them in.
Sometimes they don’t.”

Gauthier-Roy believes there has
been a misunderstanding about
this minor category of crime (not
related to drug use), on both sides
of the border.

She says that even the US
Department of Homeland Security
has advised Canadian applicants,
after the application has been 
approved, that a US waiver is not
required in the future, once the 
minor nature of the crime has been
ascertained.

On the other hand, a crime that
has been designated an “indict-
ment,” or as it is classified in the
US, a “felony,” requires a waiver
without question, says Gauthier-
Roy.

Canadian Pardon Service (CPS)
based in Toronto, offers another
take on US Homeland Security
regulations that determines a re-
quirement for a waiver, whether
it’s a summary conviction or by in-
dictment: “It depends on whether
it’s viewed as moral turpitude,”
says the vice-president of business
and marketing, Peter Dimakos,
who warns that truck drivers
should pay all speeding tickets be-
cause US justice agents may take
exception to unpaid tickets and
possibly confiscate a licence.

“It’s not revoked in Canada: It’s
revoked in the US,” says Dimakos
who had a client who was incarcer-
ated in the US for not paying a
speeding ticket in New York State,
and now has a criminal record.

“It’s imperative that they do un-
derstand what the repercussions

are,” he adds.
CPS warns against crossing the

border without checking on the
status of a former crime, even with
a juvenile charge – whether the lat-
ter was an “absolute” or a “condi-
tional discharge” from the
Canadian justice system.

“With a criminal record and
without a US waiver, you may suf-
fer the embarrassment of being ar-
rested, detained, deported, and
possibly having the vehicle you ar-
rived at the border with, and prop-
erty in it, seized, even if you are not
the owner or the driver,” states
CPS.

For those who may require fur-
ther legal assistance with this type
of cross-border dilemma, Glenn
Matthews of Siskinds LLP, offers
unique credentials. As a lawyer
who specializes in immigration
services, he is also licensed in the
US, which gives him an intimate,
technical understanding of the le-

By Jan Westell
MONTREAL, Que. – Canadians
may be pardoned in their own
country for crimes committed in
the past. But the US government
has a long memory, and doesn’t al-
ways recognize the Canadian jus-
tice system’s ability to wipe the
slate clean.

Since 9/11, security has intensi-
fied at the US border and
Canadian drivers who have a crim-
inal record – even if they have
been pardoned by the Canadian
government – are likely to be
turned back, unless they have the
proper paperwork to gain access.
One of the most predictable ques-
tions to be asked by US border
guards is about past drug use, even
for the most minor incident.

“Drugs are the big one,” says
Michael Ashby, founder and com-
munications director of the
National Pardon Centre (NPC),
which operates offices in Montreal
and Calgary.

NPC is a non-profit agency that
assists those who seek a pardon
from a crime, and/or seek tempo-
rary access to the US.

In the latter case, the candidate
will require a US entry waiver,
which is granted by the US govern-
ment, and allows legal access to the
US – despite the existence of a
criminal record – if the applicant
qualifies.

In this line of work, Ashby has
heard plenty of horror stories
about interactions with US border
guards.

One incident he recalls involved
a client who was asked by a border
guard if he had ever used drugs.

The client admitted to “smoking
a joint,” years ago, and was subse-
quently refused entry.

“It’s a bit of overkill to me,” says
Ashby, of their response to an of-
fence that the Canadian had never
been charged with or arrested for
in his own country.

“To me, it’s a little bit hysteri-
cal.”

Ashby has helped drivers whose
lucrative US long-haul careers
have been sidelined, as well as
clients whose family trip to
Disneyland has been halted be-
cause of a minor crime, committed
long ago.

“It’s sad for families on holi-
days,” he says. “For truckers, it’s
nasty, because all of a sudden a ca-
reer can come to an end, right
away.”

A Canadian pardon is ultimate-
ly granted by the federal govern-
ment, which seals the entire crimi-
nal record.

All charges and all convictions
are removed and kept separate
from active criminal files stored in
the RCMP database. However,
Canadian pardons are not recog-
nized by the US. If the US
Department of Homeland security
or FBI (which has access to RCMP
files even before a pardon is grant-
ed) know about the crime before
the record was sealed, the US 

Pardons and waivers
What works when?

PARDONS

GOOD TO GO?: Understanding the differences between pardons and waivers
can save you a lot of trouble at the border.

gal process to seek access to
Canada’s southern neighbour, he
claims. Like Pardons Inc., and CPS,
the London, Ont.-based lawyer ad-
vises that not all crimes require a
waiver, yet not all US border per-
sonnel are necessarily cognizant of
the technical idiosyncrasies of the
US waiver parameters.

“In fairness to them, they are not
given that training,” says
Matthews, who notes that one par-
ticular exception to the US waiver
requirement is shoplifting, which is
a crime, but one is often consid-
ered petty theft and typically “for-
given.”

Fees for pardons with all the
companies listed, run from $300 
to $625 and the cost for a US 
waiver is $395 to $1,000. In addi-
tion, US application fee for a 
waiver is US$545, payable to 
the Department of Homeland
Security. ■■
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it started. Mark got into his driving
clothes, tidied up his sleeper, then
climbed into the driver’s seat. The truck
stop he was at had a restaurant, but he
knew of this other stop down the high-
way that provided customers with free
Internet access while serving the best
chocolate chip pancakes on the Trans-
Canada. He turned the key, let the glow
plugs warm up, then scanned the
gauges to check that everything was in
order.

That’s when something strange
caught his eye.

“That can’t be right,” he muttered 
under his breath.

He leaned forward for a closer look
and tapped the glass, but the needle 
on his fuel gauge
didn’t move. It was
still all the way to
the left – Empty.

That was impossi-
ble. He’d filled his
tanks last night 
before turning in.
They’d been full
then, and empty
now.

How?
Mark turned off

the ignition and got
out of the truck.
Maybe the tank
was cracked or had
a leak, or a fuel line
was broken and the
fuel had drained 
out overnight. If that
were the case he’d
be able to smell the
fuel, nevermind see
evidence of it on the
ground, but there
was no sign of
spilled fuel anywhere on the pavement
beneath Mother Load. Mark got down
onto the ground and crawled under his
truck, but there was no sign of a leak or
any damage to his tanks. He got back
up and pulled the engine cowling 
forward to check all of his lines and
hoses. All of them were in tact and dry.

He closed and secured the cowling
then looked again at the tank, this time
checking the cap on top of it. Aha! The
cap was slightly askew and off-center.
Mark tried to turn it, but it was stuck.
Stuck as if someone had tried putting it
back in a hurry, but gave up when the
threads misaligned and the thing would-
n’t turn anymore.

For a moment Mark wondered if he’d
put the cap on that way himself and the
fuel had evaporated from the tank, but

if you paid nothing for fuel because you
stole it, then just about everything you
earned was profit. It was a brilliant busi-
ness strategy, but as dishonest as a
three-dollar bill. What made it worse
was that to do it, you had to steal from a
fellow trucker, a brother, one of your
own. 

Mark was furious. While he could un-
derstand, maybe even tolerate someone
stealing loose change and CDs from his
cab, stealing fuel out of his tanks was
like taking food out of his mouth, money
out of his pocket.

Mark didn’t know how, but he would
even the score…after breakfast.

•
The chocolate chip pancakes were like
comfort food for Mark, helping him for-
get how he’d been ripped off by a fel-

low trucker while he’d been sleeping in-
side his truck just a few feet away. After
breakfast, Mark logged onto the Internet
to check his e-mail. Like chocolate chip
pancakes, the Internet was quickly be-
coming one of his guilty pleasures. From
e-mail to Facebook, from Google to
Myspace, the Internet was a way for
him to visit friends, learn about the
world around him, or just to pass some
time during a reset. YouTube was
Mark’s favourite for that, and he logged
onto the video sharing site on a regular
basis, always finding something to
make him smile. He usually typed things
like “stupid people” or “silly 
animals” into the search engine, but 
today he tried “stupid truckers” and 

“idiot truckers.” 
What he saw were clips of truckers

driving the wrong way, getting caught
under low bridges, or stuck in the mud.
There were also semis in highway crash-
es and trucks that drove away without
anyone behind the wheel. It always
made Mark feel good to see other truck-
ers in worse shape than he was. It was
a good feeling, but today it was short-
lived. That’s because before getting 
underway, Mark had to top up his tanks
again, and as he did the anger he’d felt
earlier came over him all over again.

Sure, YouTube could make him laugh,
but paying for fuel twice made him
mad…in every sense of the word. ■■

- Mark Dalton returns next month in Part 2
of Dalton and the Bandit

Mark was headed west. At the
Salisbury Big Stop outside Moncton,
he’d nearly caught a thief who had bro-
ken into Mother Load. He’d chased the
guy through the parking lot and down
onto the Trans-Canada, and just when
he was starting to gain on the guy, a car
pulled up on them. The guy hopped in
and a second later they were gone...the
guy and Mark’s stuff.

After that Mark wanted nothing else
but to pick up loads, drive west, and
make money. But just because that’s
what Mark wanted didn’t mean things
would work out that way. Sure, Mark
was minding his own business, but trou-
ble always seemed to have a way of
finding him no matter how hard he tried
to hide from it.

That night Mark was at a truck stop
just outside Thunder Bay, preparing to
turn in for the night. The temperature out-
side was just above freezing and the
forecast was calling for a drop of five or
more degrees before sunrise. That was
colder than it had been the past few
nights and Mark would have to start up
his auxiliary power unit if he wanted to
stay warm through the night. 

There had been a time when Mark
laughed at drivers who’d spent thou-
sands of dollars on APUs when leaving
the engine idling kept the cab just as
warm without the use of any extra of
special equipment. But then someone
explained the numbers to him and he’d
been sold. For example, auxiliary
heaters use 5% the fuel of an idling en-
gine, so the fuel that an idling engine
uses in one hour can run an auxiliary
heater for 20 hours. If you left your en-
gine idling overnight for say, six hours,
you could run an auxiliary heater on the
same amount of fuel for 120 hours. It
didn’t take a genius to figure out that an
APU was a money saver, so Mark had
had one installed years ago. As a result
his idle time was down to less than 5%,
which meant nearly all of his fuel costs
went to hauling loads.

Mark turned on the heater and lis-
tened. It was a bit noisy, especially
when he first started it up, but it would
quiet down later on when it warmed up
and everything was running hot. It prob-
ably wouldn’t hurt to get the thing
looked at, but in the meantime the noise
was soft and comforting – white noise
that helped him to fall asleep.

•
Just after sunrise, Mark awoke re-
freshed. The cab was toasty and the
auxiliary heater was still running, softly
humming now as opposed to the hard
grinding it had done when he’d first got

By Edo van Belkom

PART 1

Mark Dalton

FICTION

The continuing adventures of Mark Dalton: Owner/Operator
brought to you by

MICHELIN NORTH AMERICA (CANADA) INC.

that was silly. Hundreds of gallons 
of diesel didn’t dry up overnight.
Obviously he’d been robbed.

“Son of a...” he muttered under his
breath.

How could one trucker steal another
trucker’s fuel?

Mark let out a long sigh. He knew the
answer.

To make money in the trucking busi-
ness you had to either increase revenue
or decrease expenses. Increasing rev-
enue wasn’t easy because that meant
new customers, something that took time
and hard work. On the other hand, the
money saved by cutting fuel went direct-
ly into a driver’s pocket and there was
always some way to use less fuel. So, 
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comply with ULETRU levels.
The full details of the proposed
regulation can be viewed at:
www.arb.ca.gov/diesel/tru.htm.

The easiest, and possibly the most
cost-effective way, to comply with
the rules as of Dec. 31 is to adopt a
seven-year life-cycle for any reefers
that will be operated in California.
Most larger fleets already employ
shorter trade cycles, according to
Jerry Duppler, trailer product man-
ager with Thermo King.

“Historically, some of the larger
long-haul fleets have determined
that in five to seven years, there’s a
tipping point where they feel it’s ad-
vantageous to them to bring in new
equipment with new warranties,”
Duppler said, adding “those trade
cycles tend to change with economic
conditions.”

For most Canadian carriers that
haul into and out of California, that
seems the most logical approach.
Sending only newer-model TRU-
equipped trailers to the Golden
State and adopting a shorter trade-
in cycle should be enough to ensure
compliance with the impending
rules. It’s the local fleets domiciled
in California that may find the rules
the most difficult to meet, Duppler
pointed out.

“A lot of these fleets domiciled in
California are distribution fleets and
they tend to have not planned trade

cycles of less than seven years, and
this has put significant challenges in
front of them in terms of changing
their basic operating model,” he
points out.

Another option is to replace 
only the engine on older TRUs.
Aguerrevere said this is a viable op-
tion if the rest of the reefer’s compo-
nents and the reefer itself remain in
good shape. However, he added “If
you run a lot of hours,you may want
to change the reefer altogether.”

Short of replacing older reefers or
their engines, the remaining compli-
ance option is to equip older units
with a CARB-approved emissions
control device, such as a diesel par-
ticulate filter.

A list of approved emission con-
trol devices is available at:
www.arb.ca.gov/diesel/verdev/verde
v.htm.

But DPFs and catalysts are costly
add-ons, which makes this option
undesirable for most fleets.

While the cost of complying with
California’s impending new TRU
emissions restrictions may be
enough to make you cringe, the cost
of non-compliance is even greater.

If you knowingly violate the rules,
fines ranging from US$1,000-
$50,000 per day – or even imprison-
ment – are possible. ■■
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REEFERS

California-compliant?
What you need to know if you
haul refrigerated freight into or
out of the Golden State

WHAT TO DO?: If you want to haul into or out of California, you may have to run
newer reefer units.

By James Menzies
TORONTO, Ont. – Even by
California standards, this is a
strange one. The California Air
Resources Board (CARB) has an-
nounced sweeping changes to the
emissions requirements of trailer
refrigeration units (what most of us
simply call ‘reefers’), which will im-
pact all refrigerated fleets that cross
the state line. Phase 1 of the new
regulations is slated to go into 
effect Dec. 31, 2008.

As part of Phase 1, TRUs with a
model year of 2001 or older will
need to comply with the regula-
tion’s new low-emission standard.
Normally when an equipment-relat-
ed regulation is passed, existing
equipment is grandfathered – or ex-
empted – from the rule. Not in this
case. In fact, older equipment is the
principle target of CARB’s pro-
posed TRU rules.

But that’s not the only thing that’s
unusual about the rule. There’s also
a not-so-minor detail that has yet to
be ironed out.With the implementa-
tion date now just six months away,
CARB still has yet to receive the
necessary approval from its own
parent group, the Environmental
Protection Agency (EPA).

Before the impending new stan-
dards can be enforced, the federal
EPA must grant a waiver of pre-
emption under the federal Clean
Air Act.What was supposed to be a
mere formality, has now developed
into a prolonged and ongoing saga
that has thrown the future of the
rules into question.

The American Trucking
Associations (ATA) has voiced its
displeasure with the proposed rules,
arguing that the cost of compliance
is too heavy a burden for the truck-
ing industry to bear. With the ATA
threatening legal action if the
changes are approved, it appears the
federal EPA is having second
thoughts about providing the neces-
sary waiver.

“This seems to be headed 
for some kind of legal battle 
either way,” explained Ignacio

Aguerrevere, director of marketing
with TRU manufacturer, Carrier
Transicold. “The implication for 
customers is that on December 31 of
this year, the regulations are sup-
posed to go into effect. If it’s denied
by the EPA, then people don’t need
to do anything. But if it’s approved
by the EPA, it’s going to be chal-
lenged, but in the meantime it holds
water.”

If you’re a refrigerated fleet that
does business in California, sitting
idly by and waiting for the dust 
to settle between CARB, the 
federal EPA and the ATA is not 
an advisable compliance strategy,
Aguerrevere warned.

“Customers need to start thinking
about their replacement strategies,
regardless of what way it goes,” he
suggested.

Scott Bates, aftermarket product
manager with Thermo King, recent-
ly told Truck West “The longer the
delay, the harder it is for customers
to become compliant by the Dec. 31
deadline. If a customer is waiting
(for the EPA waiver to be granted),
they may only have a few months or
less” to get ready.

Refrigerated goods transporters
seem to have divided into two
camps:one that is already well on its
way to bringing its reefer fleet into
compliance with the pending rules;
and the other which is taking a wait-
and-see approach.

The new rules include two 
performance standards: the Low-
Emission TRU In-Use Performance
Standard (LETRU); and the 
more stringent Ultra-Low Emission
TRU In-Use Performance Standard
(ULETRU). As of Dec. 31, 2008,
all TRUs with a model year of 2001
or older must meet the LETRU
standard.

Reefers with an engine built 
in 2002 must comply with the
LETRU standard by Dec. 31,
2009. Those built in 2003 will have
to go straight to ULETRU levels
by Dec. 31, 2010 and all reefer mo-
tors built after 2003 have seven
years from their model year to
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rors, and getting the best possible
fuel consumption,” he said.

Plugging it in

With record fuel prices placing
enormous cost pressures on fleets,
companies are taking a closer
look at ways to reduce their fuel
consumption. Fortunately for re-
frigerated fleets, significant fuel
savings can be achieved by choos-
ing a reefer with electric standby
capabilities.

Carrier’s Vector 1800MT TRU
features the company’s Deltek
diesel-electric technology, which
allows the operator to plug into a
shore power supply when the
truck is parked.

Many companies in the food
distribution business load their
trailers overnight and then leave
the reefer running in the yard un-
til the driver shows up in the
morning to deliver the load.

Based on $4/gallon diesel and
current electricity prices, the cost
of running a typical reefer unit in
electric mode is about 66%
cheaper than running the diesel
engine, Aguerrevere said. But
when doing a quick conversion to
Canadian figures (where diesel
costs more and electricity can be
cheaper), the savings are even
greater than promised in the US.
The reefer engine typically con-
sumes 1.1 gallon/hr (4.16
litres/hr), meaning it will cost
about $39.60 in Canuck bucks to
keep the load cool for eight hours
while running the diesel engine,
based on $1.19/litre diesel. By
comparison, it takes 15.23 kilo-
watts per hour to keep a typical
load refrigerated in electric mode,
or 90 cents/hr at today’s electricity
rates in Ontario, totaling just
$7.20 for an eight-hour wait.
That’s an 82% reduction.

Thermo King has also noted in-
creased interest in electric stand-
by availability on its own reefers.

“It has gained in popularity 
recently and we expect it to con-
tinue,” said Duppler. “We’ve seen
a significant increase in orders of

units with electric standby and 
inquiries about the costs of oper-
ation.”

Duppler wouldn’t be coaxed
into providing a payback estimate
for electric standby, since there
are too many variables to consid-
er. However, he did say that a pay-
back can be achieved fairly quick-
ly, especially if the reefer can be
switched to electric mode during
loading and unloading. All that’s
needed is a power source.

If the power cord should be-
come disconnected when a reefer
is operating on electric standby, it
senses the loss of power and
restarts the diesel engine. Duppler
notes there are maintenance sav-
ings available as well.

When operating in electric
mode, hoses, belts and other com-
ponents connected to the reefer’s
diesel engine are at rest.

Keeping it clean

A nifty new product for refriger-
ated trailers caught my eye at this
year’s Mid-America Trucking
Show. Thermo King’s parent com-
pany, Ingersoll-Rand has devel-
oped an environmental manage-
ment system (EMS), which can be
mounted inside a refrigerated
trailer to provide continuous air
purification.

The trailer version of the prod-
uct, which is already widely used
in warehouses and cold storage
facilities, is about the size of a
shoe box, Wayne Benson, director
of sales and marketing for the
EMS product with Ingersoll-
Rand, told Truck West.

“We create a non-thermal plas-
ma field, and take air from inside
the (trailer) and run it across this
plasma,” Benson explained.
“When air from the (trailer) runs
across the plasma, the oxygen in
the air is broken down into reac-
tive oxygen species.”

It sounds complex – and it is –
but what’s important is that pure
air comes out the other side of the
unit. Also exiting the unit are
some more of these ‘reactive oxy-
gen species,’ which seek and de-
stroy bacteria and viruses
throughout the entire trailer, ef-
fectively providing “surface sani-
tation.”

The end result is a much cleaner
trailer interior which can notice-
ably extend the shelf life of per-
ishable cargo, Benson said.

“It slows the ripening process of
fruits and vegetables,” he ex-
plained, noting a truckload of
berries from California will arrive
in Canada looking fresher and
ready to enjoy a longer shelf life.

But is it really necessary?
Startlingly, Benson said refriger-
ated trailers are often home to
some pretty nasty stuff. A reefer’s
evaporator coil, for instance, pro-
vides a cool, damp surface that’s a
perfect breeding ground for bac-
teria.

“We’ve done some testing of
coils and air sampling in trailers
and found very high colony-form-
ing units per cubic metre in reefer
trailers,” Benson noted.

“One particular reefer trailer
had the number of colony-form-
ing units per cubic metre that was
near that of a killing floor at a
beef plant. It can be fairly bad.” ■■

REEFERS

By James Menzies
TORONTO, Ont. – Trailer refrig-
eration units are becoming more
versatile and intelligent, arming
fleets that haul temperature-sen-
sitive cargo with additional tools
that help improve efficiency and
customer service. Truck West took
a closer look at some new devel-
opments in the refrigerated trans-
port world that have recently
caught our attention:

Intelligent set points

Both Thermo King and Carrier
Transicold now have an option
available with certain controllers
that provides commodity profiles,
allowing a driver to easily select
the optimum refrigeration tem-
perature for whatever product
happens to be on-board. Thermo
King’s OptiSet + is a new offering
that will be available this summer
on units equipped with its SR2
controller. It contains a library of
nearly 500 commodities and the
ideal temperature set-point for
each of them. A driver can simply
select the cargo he’s hauling from
the menu and the reefer will auto-
matically be set at the optimum
temperature for that type of
freight.

Jerry Duppler, trailer product
manager with Thermo King, said
“The system makes it very, very
easy to program the refrigeration
unit for optimum refrigeration
and it makes the driver’s job that
much easier. It will contribute to
the elimination of errors, and that
could be a big advantage for driv-
ers from a peace of mind stand-
point.”

Since many reefer fleets try to
balance the need for optimum re-
frigeration with their quest for
maximum fuel economy, many of
the profiles built into the
OptiSet+ system will provide an
acceptable temperature range,
rather than a single set-point,
Duppler explained.

“Really tight temperature con-
trol in the trailer will cost you a
little more in terms of fuel con-

sumption. If you can relax the
temperature requirements a bit,
you can save fuel,” Duppler said.
“A lot of our profiles will give an
acceptable range and then our
customer and the shipper can de-
cide the desired set-point for that
particular shipper. Customers
may start by using our profile in
the library and then modify that
for a specific shipper. You can
change profiles any way you want
and can create profiles from
scratch.”

This summer, OptiSet+ will be
available for single-temperature
TRUs, with a multi-temp version
expected to be released in the fu-
ture. Software updates will be
available for older SR2 con-
trollers, so fleets with existing
Thermo King reefers can visit
their dealer to receive the up-
grade for their existing units.

Carrier Transicold has been of-
fering an intelligent controller of
its own for several years. Dubbed
IntelliSet, the feature is an option
on Carrier TRUs with the compa-
ny’s Advanced controller.

Ignacio Aguerrevere, director
of marketing with Carrier
Transicold, said the system was
first launched to help fleets cope
with rising driver turnover rates.
It made the training process for
new hires simpler and also made
life easier for the driver.

“We wanted the driver focused
on driving, not focused on the
reefer,” Aguerrevere explained.

He likens the system to the in-
terface found on most microwave
ovens, which allow you to simply
select the item you’re cooking
rather than manually entering the
time required to cook it. Once you
click the popcorn button on the
microwave, it knows exactly how
long to cook the item based on its
internal settings.

TRUs equipped with IntelliSet
operate in much the same way,
Aguerrevere explained.

“You can have 100 drivers, and
all of them will be hauling lettuce
exactly the same way, with no er-

Cool new ideas for reefer fleets

WHAT’S NEW?: There are some new reefer capabilities available that can reduce costs – and the risk of spoilage.

pg 30 tw june  5/13/08  2:57 PM  Page 30



2008WinnipegTruckShow
W

innipeg
Convention

Centre

4
ReFuelCanada

Ltd.
208

APH
M

echanicalServices
Ltd.

276
Arnold

Bros
T ransportLtd.

162
ArvinM

eritor
832

Axle
Surgeons

938
BeaverTruck

Centre
Hino

510
Bea ver T ruck

Centre
Volvo

410
Bergstrom

,Inc.
302

Big
FreightSystem

s
Inc.

828
Bison

T ransport
624

Calm
ontLeasing

Ltd
616

Canadian
Linen

and
Uniform

Services
930

Canadian
Trucking

Hum
an

Resources
Council

814
Carriers

Edge
142

Castrol-W
akefield

Canada
Inc.

210
Classic

CapitalInc.
106

Coast2
CoastBusiness

P a ges
Ltd.

234

Connexion
Truck

Centre
Ltd.

716
Cram

aro
Tarpaulin

System
s

244
Cum

m
ins

W
estern

Canada
800

Custom
Truck

Sales
Inc.

430
Day

and
Ross

Inc
840

Denray
Tire

Ltd.
514

De-On
Supply

118
DieselServices

Group
(DSG

Canada)
188

&190
DoepkerTrailerSales

Ltd.
300

Drive
Products

810
DriverCheck

Inc.
148

ecoEnergy
forFleets

(FleetSm
art)

144
FederalM

ogulCanada
Ltd.

224
Fleetstop

T railers
LTD.

908
FortGarry

Ind.Ltd.
330

FreightlinerM
anitoba

Ltd.
730

GE
CapitalSolutions

500
GeneralM

otors
Canada

630
Goodyear/Fountain

Tire
610

Groeneveld
CPL

System
s

168
Grote

Ind.
102

Haldex
Lim

ited
804

Harris
T ransport

156
Heavy

Equipm
entand

Aggregate
Truckers

Association
ofM

anitoba
Inc.

256
highw

ayST AR
M

agazine
124

Hougen
Canada

Inc.
140

HunterEngineering
Com

pany
818

IDC
Com

m
unications

830
Im

perialOilLtd.
174

Infosite/The
Transportation

Softw
are

Com
pany

186
Infrastructure

and
Transportation

-M
otorCarrierDivision

114
InlettEquipm

ent
526

Intergraphics
DecalLtd.

236
Isuzu

Com
m

ercial
320

JD
Factors

138
JJ

Keller&
Associates,Inc.

218
KalTire

301
Kee

T ransport
266

Kindersley
TransportLtd.

322
Kinedyne

Canada
Lim

ited
220

Landau
Ford

Lincoln
Sales

Ltd.
238

Len
DuBois

T rucking
Inc.

104

Levera ge
M

arketing
254

Lucas
OilProducts

Canada
618

M
ack

Sales
and

Service
ofM

anitoba
Ltd.

704
M

a gnum
Trailerand

Equipm
ent

620
M

agtec
246

M
anac

W
estern

516
M

anitoba
Public

Insurance
600

M
anitoba

T rucking
Association

132
M

ascotTruck
Parts

932
M

axim
Truck

and
Trailer

304
M

cCann
Equipm

entLtd.
272

M
GM

Brakes
816

M
ichelin

North
Am

erica
(Canada)Inc.

192
M

id
Canada

Distribution
and

W
arehousing

820
M

illigan
Bio-T ech

Inc.
158

M
oney

In
M

otion
808

NBS
Innovative

Solutions
Ltd.

232
NicholCom

m
ercialLicencing

Inc.
108

Nu-Line
926

OverThe
Road

116
Ow

ner-Operator’s
Business

Association
ofCanada

100
P eopleNet

260

P eterbiltM
anitoba

Ltd.
316

Petro-Canada
226

Pritchard
DieselTech

180
Professional TransportDriver

Training
SchoolLtd.

214
Pseco

Inc.
262

Reim
erExpress

Lines
Ltd.

834
Rem

pelInsurance
BrokerLtd.

826
RoadrangerM

arketing
626

Shaw
Tracking

120
ShellCanada

Products
184

Skiddd
W

heelIndica tor
248

SLH
TransportInc.

178
Spectra

Products
Inc.

166
SS&M

Hea vy
Duty

336
Ste

Anne
Co-op

252
Steve’s

Livestock
Transport

270
Stew

artW
arnerCorporation

ofCanada
280

Superior T echnologies
282

T-Chek
System

s
924

Teleco
Supply

Co
Ltd.

268
Tenneco

Inc.
940

T ereck
DieselLtd.

502

T exLubricants
258

The
Supply

PostNew
spaper

112
Today’s

Trucking
M

agazine
124

T orom
ontCat

904
Traction

Heavy
Duty

Parts
934

TraderCorporation
160

TransCore
Link

Logistics
170

T ransportforChrist
202

TransportRoutierM
agazine

124
Truck

and
TrailerW

est
152

Truck
W

eight
110

T ruck
W

est/M
otortruck

274
Truckers

Supply
240

Truck-Lite
Co.Inc.

900
United

T ruck
Drivers

Association
ofCanada

264
VanCraftConversions

242
W

allace
International

200
W

ashex
230

W
a terous

Pow
erSystem

s
922

W
estern

Canada
Highw

ay
New

s
128

W
estern

Turbo
and

FuelInjection
Ltd.

806
W

es-T-Rans
Com

pany
822

W
innipeg

M
otor

Express
216

LEVEL 100

LEVEL 300

F
R

ID
A

Y
M

A
Y

23:
10

A
M

–
6

P
M

S
A

T
U

R
D

A
Y

M
A

Y
24:

9
A

M
–

4
P

M

pg 31 tw june  5/14/08  11:49 AM  Page 1



By John G. Smith
Anyone who ever forgot to tighten
the gas cap on their family 
car will recognize the look of 
a Malfunction Indicator Light
(MIL). The cryptic warning may
not tell a driver the exact nature of
a problem, but it certainly identi-
fies trouble with the equipment
that is used to keep exhaust levels
in check. In the case of a loose gas
cap, the pressure has dropped in
the system used to control evapo-
rative emissions. But who knows?
Something else may be wrong.

Truckers better prepare them-
selves for lights of their own.

Now that equipment such as
Exhaust Gas Recirculation systems
is reducing the greenhouse gas that
is NOx, and new Diesel Particulate
Filters are capturing tiny flakes that
would otherwise float out of a
truck’s exhaust stacks, regulators are
about to introduce new sensors that
will tell drivers whether this equip-
ment is actually working.

The MIL and the diagnostic sys-
tems behind them will be phased 
in between 2010 and 2019, and 
they represent one of the newest
challenges to the makers of modern
truck engines.

The most popular engines will be
affected first. In 2010, the light will
need to be included on the dash-
boards of trucks that are equipped
with the best-selling engine in a
manufacturer’s most popular engine
family. By 2013, the entire engine
family will be included in the rules.
And by 2016,all engines will need to
be equipped with the lights and sen-
sors that come with them, explains
Kenworth’s Keith Doorenbos.
Warranties for these new warning
systems will also need to expand,
beginning at five years and 160,000
km, and eventually reaching 10
years and 700,000 km.

At first, the equipment will need
to spot failed components that cause
a five-fold increase in emissions, but
the tolerance levels will tighten with
each passing year.

“These rules are actually quite
complex for those of us who are
manufacturing and have to go
through the certification process,”
says Kevin Otto of Cummins.

Consider the different sensors
that will be needed to power such a
light. Sensors will need to watch
over exhaust-cleaning components
such as the EGR valves and any
NOx-reducing catalysts. (The latter
equipment could be required to
slash NOx to levels that are even
lower than those that exist today).
Engine makers, meanwhile, will

need to use these sensors to gener-
ate fault codes about specific prob-
lems, says Doorenbos. Some of the
monitors will run all the time, while
others will need to run once per
“drive cycle”– a period that includes
10 minutes of running time, 30 
seconds of idling,and five minutes of
operating time at a 15% load.

The sensors themselves will need
to work in a few different ways, adds
Tim Gundrum, who is responsible
for on-board diagnostic certification
and compliance at International
Truck and Engine.An “out of range”
sensor, for example will help to iden-
tify readings that don’t make sense –
such as an ambient temperature 
sensor that says it’s 200 F outside.
Rationality monitoring (also known
as “in-range diagnostics”) will com-
pare a sensor’s reading to other 
information that should come with
it, such as the increase in boost pres-
sure that should accompany higher
engine torque. If the voltage on a 
related sensor does not jump high
enough, the diagnostic system will

understand that there is a problem
with the sensor.

All of this data will be delivered
over a proven communications net-
work,such as the J1939 systems used
on today’s truck engines, or the
OBD-II systems on your family’s
car.

“(Exhaust Gas Recirculation) di-
agnostics are not new.Many of these
systems have had these in place,”
says Greg Gillham, manager of 
on-board diagnostics with Detroit
Diesel. Indeed, the sensors on a 2007
engine will monitor whether EGR
rates are too low or too high. But
there is a difference. In 2010, the 
sensors will need to identify specific
issues such as a stuck EGR valve
that will allow an engine to spew an 
excessive amount of particulate
matter, or the high intake tempera-
tures on an EGR cooler that can
lead to higher NOx levels.

The oxygen sensors found in to-
day’s passenger vehicles will also
have a heavy-duty diesel equivalent
in a future NOx sensor – something
that will be particularly important as
NOx levels drop from 2.5 to 2.0
grams per brake horsepower hour.

This is where things get really
tricky. The more sensitive the diag-
nostics become, the greater the
chance for a false reading, explains
Cummins’ Ben Zwissler. A simple
drop in pressure can identify 
a cracked or melting Diesel

Particulate Filter, but this condition
could also be caused by the simple
accumulation of soot or a change in
temperature.

“The OBD rules will really add a
significant amount of regulation to
the industry. That is going to affect
vehicle maintenance,” Otto warns.
“Understanding how these very,
very complex diagnostic systems
work will be critical if you’re going
to do a good job in troubleshooting.”

The good news for fleets is that
the pending rules require service
tools that can read fault codes on
any model of engine. Still, clearing
the fault codes may be easier said
than done. The lights will remain lit
for three driving cycles unless
they’re cleared by a service tool, says
Jim Roal, Caterpillar’s diagnostic
technical steward. Some monitors
will also require road tests to deter-
mine whether a troubled compo-
nent has actually been fixed.

Technicians will also need to rely
more on the sensors to identify relat-
ed faults, adds Zwissler. “(You) will
have to trust the engine to tell you
what’s going on.”

Drivers, meanwhile, will have to
trust the technicians. The perform-
ance of the truck may seem un-
changed.

The only sign of trouble will come
in the form of a glowing dashboard
light. ■■
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Refine and adapt: You can troubleshoot many VDA challenges on your own
By John G. Smith

Any modern-day mechanic should be forgiven if he
shakes his head at the thought of a new service tool. Just
ask him about the difficulties that have emerged when
connecting a PC to one of today’s Electronic Control
Modules.Technical support centres are flooded by calls
about Vehicle Datalink Adaptors (VDAs) that don’t
seem to work, even though everything promises to com-
ply with RP1210a – a common communications standard
developed through the Technology and Maintenance
Council of the American Trucking Associations.

Today’s adaptors are certainly better than those that
existed in the mid-1990s, when every Electronic Control
Module had its own proprietary connector. In those days,
shops needed a web of adaptors and cables to address the
various needs, says Ken DeGrant of the Dearborn
Group, which produces RP1210a adaptors.

But the remaining problems can still be frustrating to a
technician who is paid by the job, adds Lee Lackey of
Noregon Systems, which also provides the adaptors.
“They’re losing valuable time fixing the problem, and
spending time on hold to talk to one of us propeller
heads.”

And there’s nothing more frustrating than the news
that a supposedly “compliant” computer application will
only work with a specific type of adaptor.

The good news is that there are steps to troubleshoot
most VDA challenges:

1. Have a clear idea of the application you want to use
before buying an adaptor. Remember that some applica-
tions will only work with specific models of connectors.

2. Look to see if the application can even be config-
ured for your adaptor. Some applications require users
to select between a J1708 and J1939 communications
protocol.

3. Check the condition of the “ini” file on a shop’s
Windows 3.1 computers. “If you have an application, and

that application cannot see the adaptor you installed,you
might be dealing with a mangled .ini file,” DeGrant sug-
gests. The problem comes in the form of extra commas
and spaces that can sometimes appear between the
names of the various adaptors. Simply remove the extra
commas and spaces with Windows Notepad,or download
a program that will clean the file automatically.

4. Accept the installation wizards. If a USB adaptor is
plugged into a different port on a Windows computer, a
“hardware found” wizard will appear. Instead of choos-
ing “cancel”because you have installed the adaptor in the
past, keep selecting “Next” to allow the wizard to do its
job. Each port will require its own driver. Granted, this
step presents one significant challenge for fleets that use
Windows Vista operating systems, Lackey warns.
Technicians may not have the right to install the software.

5. Ensure the USB driver did not “flake out.” While this
is not exactly a technical term, it describes a situation that
can happen to some USB drivers, Degrant says. Unplug
everything, wait five seconds, and then reconnect the
adaptors to see if the connection is recovered.Then try to
reboot the computer before calling an adaptor supplier.

6. Close other applications. Some VDAs can only sup-
port a single application at a time, so ensure that other
computer applications are not simply minimized.

7. Be prepared to realize that this may be your comput-
er’s fault. The makers of VDAs can all refer to a specific
model of Compaq computer that had troublesome ports
in early 2000. “Windows was never built as an operating
system to do these kinds of things. It was really meant to
be an office,” Lackey adds.

8. Always use a hard-wired connection since the signal
from a Wi-Fi device can be affected by everything from a
fluorescent light to the cycling of a nearby air conditioner.
“We all have wireless versions of adaptors,” DeGrant
adds. “We recommend you don’t use it to flash the
(Electronic Control Unit). That’s an easy way to turn an
ECU into a toaster.” ■■

Get ready for a new warning light
when you buy engines in 2010
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By John G. Smith
Changes to the trucking industry’s
braking systems can happen in a
relatively short period of time. A
little more than a decade ago,
everybody was still wondering
whether a trailer’s anti-lock
brakes would require a second
power cord between tractors and
trailers. Some equipment configu-
rations have even emerged with
air disc brakes and stability con-
trol systems.

There are more changes on the
horizon.

Despite delays in its final ruling,
the US National Highway Traffic
Safety Administration is on the
verge of mandating a large cut 
in allowable stopping distances.
Under current rules, an empty
tractor-trailer that travels at 60
mph must be able to stop within
355 feet (108 metres). Regulators
are pondering whether that dis-
tance should be slashed by 20, 25
or 30%.

Most industry groups have 
recommended a 25% cut, which
could be met with changes that 
include larger brake linings and
drums, and air disc brakes on 
selected vehicles, says Dan
Philpott of MeritorWabco.

More torque

The shorter stopping distances
will still present some challenges,
however.

“Tire, suspension and chassis
structures will be affected by put-
ting more brake torque across the
wheel,” Philpott explains. If the
brakes on a steer axle become
more aggressive, there could be
an impact on a steering wheel’s
response during a braking event.
Parking brake performance could
also be affected because of the re-
duced burnishing of the brakes on
other axles.

Luckily, these issues can be ad-
dressed with today’s technology.
Anti-lock brakes could address
the potential of lock-ups caused
by higher brake torque, and 
stability control systems could 
address other response-related 
issues.

Regardless of the ruling, the
trucking industry will need to
comply with these changes within

two years.
That will hardly be the end to

the new regulations that involve
brake performance. Roadside 
inspectors, for example, can now
issue out-of-service violations 
because of the results from a
Performance-Based Brake Tester,
notes Accuride technical manager
Steve Howse. Rather than simply
measuring the travel of a push
rod, this equipment will be able to
determine if the brakes will actu-
ally stop a tractor-trailer within an
allowable distance.

A bigger issue may be the re-
cent addition of anti-lock brakes
into the Level 1 out-of-service 
criteria.

“One of the reasons is, the key
to all new electronic (stability)
technology is the ABS system,” he
explains, referring to the expand-
ed standards.

The increasing focus on the con-
dition of ABS components could
be a challenge since a lot of the
equipment is not working as 
it should be. A study of 1,000 
vehicles found a problem with 
the ABS warning lights on one 
in six tractors and one in three
trailers. That alone has led 
the Commercial Vehicle Safety
Alliance to ask the US govern-
ment to require trailer-mounted
warning lamps beyond next
March.

The light, originally designed as
a back-up for in-cab warning
lamps, was expected to fade away
by that date.

Despite everything that has
been put in place, there are 
bigger changes to come. In-
deed, Electronically Controlled
Braking Systems (ECBS) and air

disc brakes are already emerging
as the technology of the future.

Each option has a lot to offer.
The ECBS equipment, for 

example, offers a number of 
advantages over a traditional
pneumatic system.

“It’s actually a little simpler,”
explains Vince Lindley of Volvo
Trucks North America. A typical
ECBS system includes six pneu-
matic connections compared to
the 12 connections that are 
required on an ABS-equipped
tractor-trailer with Automatic
Traction Control. It also has four
electrical circuits instead of eight.

The advantages don’t end there.
These systems could electronical-
ly track lining wear, integrate
brakes into stability control 
systems, and include the load pro-
portioning capabilities that will
adjust brakes for a specific appli-
cation.

“It does appear to provide a
real good integrated solution for
applications on hybrids,” he adds,
referring to how the electronic
braking could maximize the
amount of power stored by such a
system.

Cost, however, is still a chal-
lenge. “There are fewer parts un-
der there, but the parts are more
expensive,” he admits. “It’s going
to be a lot more than a $40 relay
valve.”

In defence of discs

Air disc brakes may also be more
expensive than their S-cam coun-
terparts, but they have proven
their better stopping capabilities.

“They typically have much bet-
ter fade performance, they’re
more reliable through extreme
brake applications, (and) they
also have a better feel and have
less propensity for pulling,” says
Mark Melletat of MeritorWabco.

Today’s designs are far superior
to the versions that came before
them. Earlier disc designs faced
problems including linings that
wore out too quickly; pistons and
caliper slide mechanisms that
would bind because of vibration,
distortion and corrosion; and ro-
tor checking.

But engineers have found ways
to improve the related parts.
Changes to saddle mechanisms
have addressed the torque on
calipers and pins, and slide pins

have been sealed to protect them
from corrosion.

Weights and costs have also
been reduced thanks to single-pis-
ton designs, which even weigh less
than a high-performance drum.
New calipers and carriers can be
produced with 18 parts rather
than the previous 39 components.

The most apparent changes will
be seen whenever a mechanic
changes the friction material on a
disc brake. A common pad profile
has replaced the need to use sepa-
rate pads on the inboard and out-
board sides of the brakes. And the
pads can now be changed without
moving the calipers.

“We’re seeing significant im-
provement in lining and rotor
life,” Melletat adds. “The pad life
has improved significantly.”

The need to extend the life of
friction material of every sort is
even leading engineers to tackle
the common issue of rust jacking.
That problem – linked to a cor-
roding brake shoe table – can
cause a brake lining to crack and
pull apart.

Fleets can even contribute to
the issue by power washing equip-
ment, since that will drive de-icing
solutions into every crack and
crevice.

That will attract moisture to the
brake shoe table, lead to the un-
wanted oxidation, and eventually
shorten the life of the lining.

“We are not in a position to
eliminate rust jacking. There is no
magic wand,” says John Hawker,
senior engineer at Bendix Spicer.
But there are potential solutions
that could slow the process, he
suggests.

Engineers are considering the
possibility of friction material
with a higher density, although
that could be more expensive
than traditional formulas. Other
options have included new mate-
rials such as ceramics, different
coatings, new adhesives and
sealants.

“We’re not stopping,” Hawker
says of the engineering work.

Nobody is. ■■

@ARTICLECATEGORY:847;

Better brakes
BETTER STOPPING: Changes in
stopping distance requirements for
heavy trucks could mean bigger drum
brakes, the switch to disc brakes, or 
a combination of solutions. Pictured
is MeritorWabco’s dual-piston disc
brake (left) and single-piston option
(right). The single-piston offering 
reduces weight and cost. 

The shield’s sacrifice
There has been a long debate about whether or not to use dust shields.
The equipment may keep dirt and grime out of the brakes, but it also
makes it harder to inspect the condition of linings.

Mark Melletat of MeritorWabco suggests that the shields might have
another purpose in these days of corrosive anti-icing solutions.

“It becomes your sacrificial anode,” he noted during a recent meeting
of the Technology and Maintenance Council.“Your dust shield ends up
catching the magnesium chloride, which absorbs the water. Then it
starts rusting the dust shield. And dust shields are a lot less expensive
than brake shoes.” ■■

Stopping distances are
shrinking, equipment is

becoming lighter. What does
the future hold for your brakes?
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Ontario and Quebec, but it’s not
necessary to wait until proposed
speed limiter legislation is effec-
tive before taking action.

All engines built since the mid-
90s have the capability – you sim-
ply need to plug into the engine’s
ECM and manually set the de-
sired top speed.

Slowing truck speeds from 113
km/h to 105 km/h improves
mileage by about half a mile per
gallon, according to Caterpillar.

The company claims fuel econ-
omy suffers about one-tenth of a
mile per gallon for every 1 mph
(1.6 km/h) over 55 mph (89 km/h)
that the truck runs.

Check for air leaks

Leaks in a tractor-trailer’s air sys-
tem can cause the air compressor
to overwork, resulting in an in-
creased horsepower draw.

A loaded tractor-trailer driven
at 1,500 RPM will require 4.5 hp
to operate the air compressor,
according to Cummins.

That’s fine, but reducing usage

of the compressor will noticeably
save fuel.

Cummins states in its MPG
guide that an air compressor
should run about 5% of the 
engine run time with 10 to 12 min-
utes between cycles.

If it’s running more frequently
than that, there could be a costly
problem such as an air leak.
Excessive operation of the air
compressor can cause a 2% reduc-
tion in fuel mileage.

Gear fast, run slow

The gearing of a truck is particularly
important if you hope to maximize
fuel economy.Trucks spec’d for opti-
mum fuel mileage should be set up
to “gear fast, run slow.”

For instance, a Cummins ISX 
running line-haul with loads slightly
less than 80,000 lbs would normally
be geared to run at 1,450 RPM at
normal highway speeds.

If geared for maximum fuel
mileage,however, it will be set to run
at 1,400 RPM in the top gears.
Keeping the RPMs down at high-
way speeds is a good way to save
fuel.

Transmission and rear axle ratios
and even tire size are all part of the
fuel mileage equation.

Unfortunately, trade-offs are
sometimes necessary when gearing
for fuel mileage.

Performance characteristics such
as startability, torque, gradeability
and cruise speed may be impacted
by setting the gearing for improved
fuel mileage. However, with the cost
of diesel now hovering at $1.20/litre,
those are trades that may be worth
considering. ■■

Fuel-saving maintenance tips from Kenworth
Kenworth has published a white paper on maximizing fuel mileage.
Included are the following maintenance tips:

• Maintain tire pressure and check tire wear;
• Replace air and fuel filters at proper intervals;
• Keep axles properly aligned;
• Repair any body damage.That front corner of the dinged-up bumper

hanging down hurts the vehicle’s aerodynamics and fuel economy;
• Use a good synthetic or semi-synthetic oil in the engine and drive

axles.Also use a good synthetic transmission fluid;
• Don’t use a higher viscosity oil than actually needed for the operating

conditions. ■■

Ways to
improve 
fuel mileage

SAVING FUEL FROM THE SHOP: While the driver is responsible for maximizing
fuel economy from behind the wheel, the maintenance staff also has a role to
play. Good maintenance practices can have a significant impact on the amount
of diesel burned by a fleet of trucks. Photo by Adam Ledlow
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By James Menzies

Diesel prices well in excess of a
buck a litre appear to be the new
reality for fleets and owner/opera-
tors in Canada. Survival in these
trying times will hinge on your
ability to recover fuel price in-
creases from your customers and
maximize fuel mileage as much as
possible.

Much of a fleet’s fuel economy
performance is ultimately in the
hands of the guy or gal behind 
the wheel – but optimizing fuel
mileage begins in the shop.

Simply put, a well-maintained
vehicle performs better, and con-
sequently achieves better fuel
mileage, than a poorly-maintained
truck. Here are a few tips own-
er/operators or maintenance 
managers can employ to improve
their MPG.

Maintain proper 
tire pressures

One of the simplest ways to maxi-
mize fuel mileage is to keep tires
inflated to the proper pressure.

“Tire pressure can significantly
affect fuel mileage, and requires a
closer inspection than a thump
with a baseball bat,” says Ed
Saxman,Volvo marketing product
manager, drivetrain. “The time it
takes to periodically air up all 18
tires to a recommended pressure
is well worth it.”

For every 10 psi a tire is under-
inflated, a driver is penalized with
a 1% drop in fuel economy.

Trailer tires have the biggest im-
pact on fuel mileage, and yet these
are often the most neglected tires
on a tractor-trailer combination.
Check tire pressures on tractors
and trailers whenever they visit
the shop and be sure to insist that
drivers perform daily pressure
checks to improve fuel mileage.

Check vehicle 
alignment

To get the best possible fuel
mileage, it’s crucial the tires are
pointed straight down the high-
way. “A tire that deviates only 1/4
degree from straight ahead will
try to travel 10-15 feet sideways
for each mile the vehicle travels

forward,” according to Secrets 
of Better Fuel Economy a guide
on fuel mileage published by
Cummins.

Tests performed by Cummins
show a tractor-trailer with a steer
tire toe-in of 3/8” and a drive axle
that’s an inch out of alignment
will punish fuel mileage to the
tune of 2.2%.

It also causes premature tire
wear, another unnecessary ex-
pense.

Inspect the fan

It takes between 10 and 70 horse-
power to drive the fan on a heavy-
duty truck engine.

Typically, the fan will run 5-7%
of the time the engine is on (de-
pending on the time of year), but
a problematic fan will run much
more frequently.

Cummins Secrets of Better Fuel
Economy says common fan prob-
lems include: an inoperative fan
clutch; faulty thermostatic switch;
or low coolant levels. Each of
these can increase fan-on time
and consume fuel unnecessarily.

About 50% of fan-on time is at-
tributed to the freon compressor
operation, according to Cummins.
An overcharged system, defective
or incorrect head pressure switch-
es or a failed condenser can all
cause fuel mileage to suffer.

Limit vehicle speeds

Setting an engine’s speed limiter
is a simple process, and one that’s
already employed by many of the
best-run Canadian trucking com-
panies. It soon may be law in
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GREAT SERVICE AND
SUPPORT RUN DEEP.

5-Star Partner Service delivers the complete value
hardworking used truck and trailer owners deserve.
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By James Menzies
The laptop has become an essen-
tial tool for technicians and own-
er/operators alike. It’s estimated
that more than 60% of owner/op-
erators own a laptop, and heavy-
duty shops are trending away
from proprietary-based diagnos-
tic systems in favour of open 
architecture PC-based tools,
according to Bill Presler, senior
manager, market development
with Panasonic.

However, the challenge to date
has been the inability of most lap-
top computers to survive the
harsh working environment of a
maintenance shop or a truck cab.
That is changing, with an expand-
ing selection of rugged computers
becoming available, which have
been designed to perform in even
the most punishing environments.

Panasonic has recently pub-
lished a white paper exploring the
advantages of rugged computers
in the shop environment.

Entitled The role of rugged mo-
bile computing in overhaul, service
and maintenance operations, the
white paper contends that fleet
operators are turning to rugged
computers to improve efficiencies
in the shop and to enhance the
productivity of technicians.

“In recent years there have
been efforts to deploy laptop
computers into service bay envi-
ronments to improve productivity.
This has reduced foot traffic be-
tween productive workshop activ-
ities in the actual service bay and
centralized computers that are
shared by all the mechanics in the
facility,” the white paper reported.

But just how rugged are the lat-
est generation of rugged comput-
ers?

We caught up with Panasonic’s
Presler at this year’s Technology
and Maintenance Council meet-
ings. He demonstrated the dura-
bility of one of the company’s
Toughbooks by dropping it on the
cement floor from about three
feet off the ground.

It seemed none the worse for
wear when he retrieved it.
Alternatively, Presler said you can
drop a 2-lb steel ball on its tem-
pered glass screen from the same
height without harming it.

“This is a tool designed for the
technician,” stressed Presler. “It’s
a tool, it’s rugged, it’s tough and
it’s highly durable.”

Panasonic’s Toughbooks are
protected by a magnesium alloy
case and feature shock-mounted
hard drives.

The screen comes with a 
replaceable film that protects it
from grease and grime.

Psion Teklogix also manufac-
tures rugged computers, both 
vehicle-mounted and handheld
systems. James Poulton, director
of product development for the
company told Truck West that the
durability of a computer is meas-
ured in various ways.

“The ability to withstand drops
to concrete is one measure of
ruggedness,” he explained.
“Another is the IP (ingress pro-
tection) rating – the ability of the
device to withstand various forms
of matter ingression into the
housing.”

Poulton said new devices are
subjected to at least 26 drops on a
concrete surface from various an-
gles. The height ranges from four
feet for entry-level products right
up to six or seven feet for ultra-
rugged models.

“The processors, radios, anten-
nas, displays – they all have to
emerge in perfect working order,”
he said.

The IP measures resistance to
two forms of matter: dust and wa-
ter. An IP rating of 54 (five-four),
for instance, means the computer
scores a five out of seven for dust
exposure and a four out of eight
when it comes to water resistance.

To put it in perspective, a score
of seven in the dust category
means the device is “absolutely
sealed” explained Poulton, and a
best possible score of eight in the
water category means it can sur-
vive prolonged submersion in two
metres of water.

If you’re choosing a computer
for a shop environment, dust 
is likely more
of a concern
than water
e x p o s u r e ,
Poulton not-
ed. For vehi-
cle-mounted
c o m p u t e r s,
which may be
attached to
forklifts or
service trucks,
l o n g - t e r m
shock and vibration resistance
should also be considered.

“Shock and vibrations are much
more ongoing,” Poulton pointed
out.

The durability of today’s rugged
computers is one reason for their
more widespread adoption into
maintenance operations. Another
is their increased capabilities.

“Handheld computers are
packing incredible amounts of
processing power relative to their
size,” said Poulton, noting even
everyday devices such as a
Blackberry or PDA are becoming

more powerful.
Fleets and maintenance opera-

tions that are making the switch
to rugged mobile computing solu-
tions are generally achieving a
payback in under a year, Poulton
said.

However, there are many vari-
ables at play so it will vary from
operation to operation.

In addition to having the ability
to improve technician productivi-
ty, the computers boast a longer
life than their traditional non-
rugged counterparts.

Instead of a three-year life-cy-
cle, Poulton said most of Psion
Teklogic’s customers are achiev-
ing five- and seven-year life spans
from their rugged computers.

Panasonic’s white paper noted
that notebooks and PCs have an
annual failure rate of 15% in their
first year of use climbing to 22%
by year four. Problem areas 

generally in-
clude: moth-
e r b o a r d s ;
hard drives;
l a t c h e s ;
hinges; key-
boards; and
screens –
each of
which are
protected on
rugged de-
vices.

When choosing a system, it’s
also important to consider the 
future requirements of the device.

“Make sure you choose a plat-
form that meets your needs today,
but has some flexibility to meet
your unknown needs going for-
ward,” suggested Poulton. This is
especially important, given the
longer life-cycles of rugged com-
puters.

Technological advancements –
the emergence of RFID for in-
stance – may require you to 
upgrade your system before it has
reached the end of its useful life.

“The mobile market is so dy-
namic – changes can occur within
your business that you didn’t even
initiate, so you should future-
proof the solution, allow it to
evolve,” Poulton suggested.

That way, when an upgrade or a
new capability is launched, you
can simply download or install the
new module and keep your sys-
tem up-to-date.

Some well-known companies
have begun making the transition
from traditional computing sys-
tems to rugged mobile devices.
Navistar, for instance, has
equipped nearly 1,000 of its
International Truck dealerships
with Panasonic’s Toughbooks.The
computers are used on the shop
floor to diagnose mechanical
problems.

They have built-in wireless
Internet capabilities, so techni-
cians can access details such as ve-
hicle history, warranty coverage
and parts availability.

In Panasonic’s white paper,
Gerry Beronja, director of global
marketing with Snap-on
Diagnostics said Web accessibility
is one more reason fleets and
shops will continue to make the
switch.

“The trend is quickly moving
towards having access to a PC in
every service bay,” he said. “As 
applications and automotive re-
programming software move to
the Web, technicians need to have
access to the Web while at the
fender of the vehicle. Rugged
notebooks provide a way to con-
nect to vehicles (via wireless and
USB connections) while getting
information from the Web.
Service information is critical to
technicians. This is especially true
as manufacturer and aftermarket
equipment providers move away
from CD and DVD solutions to
Web solutions.” ■■
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Laptop computers
Are they tough enough for the shop?

DURABLE: Rugged computers feature a tough external shell and shock-mount-
ed components so they can survive being dropped on the shop floor.

‘Handheld computers
are packing incredible
amounts of processing

power relative to 
their size.’

James Poulton, Psion Teklogix

pg 36 tw june  5/13/08  3:45 PM  Page 36



What’s inside a
Bridgestone radial?

North America’s largest dealer and truckstop network

BridgestoneTrucktires.com

Tires are just the beginning
More tires, more places than any other brand.

That makes Bridgestone your best bet, close to home

– or far from it. Ask your dealer or truckstop

what else choosing Bridgestone can do for you.

pg 37 tw june Bridgestone  5/14/08  9:28 AM  Page 1



June 2008Page 38 TRUCK WEST

BOWMANVILLE, Ont. – On
March 31,a truck driver made head-
lines after driving 20 km in the
wrong direction on Yellowhead Trail
in Edmonton before plunging to his
death over an overpass.The incident
was captured on camera by another
motorist and the resulting viral
video lead to speculation about the
25-year-old driver’s intent.

While some called it a malicious
plot or suicide attempt, his family
defended the victim, saying he had
Type 1 diabetes and sometimes suf-
fered hypoglycemic reactions which
caused seizures and blackouts.
Though the final toxicology reports
won’t be released for several more
weeks, the accident opened the de-
bate on the role of mandatory med-
icals drivers must undergo to be
deemed “safe” for the road.Was the
accident an isolated event or could it
have been prevented through med-
ical intervention? Truck West
stopped by the Fifth Wheel Truck
Stop in Bowmanville, Ont. to see if

drivers think medical examinations
for truck drivers are strict enough.

•
John Pell, an O/O with his own com-
pany, J&R Trucking, says that truck-
ers shouldn’t be permitted to oper-
ate while on most medications.

“With some medication, you get
dizzy, you hallucinate, and you lose
your coordination. I think truck
drivers shouldn’t take any medica-
tion other than an Aspirin,” he says.

“(The industry needs) new stan-
dards for medication (and) doctors
that follow rules, because it’s life or
death out there. And when a doctor

let’s an (unfit) patient go, he’s the
killer.”

•

Brian Reed, a driver with Kriska
Transportation out of Prescott,Ont.,
says the outcome of a driver’s med-
ical is based heavily on the individ-
ual conducting the exam.

“The medical itself is strict enough
but a lot of it is left up to the physi-
cian that’s doing the examination. It
all depends on whether the physi-
cian himself lets it slide,” he says.

•

Don Knight,drives for JP Transport,
based out of Aubigny, Man. He says
that while examinations are thor-
ough enough, there are still many
truckers driving in ill health.

“Those who can’t fit in the booth
at the restaurant or have trouble get-
ting behind the wheel, how those
people get passed at the doctor’s of-
fice is amazing,” Knight says.

•

Pat Bailey, a driver with Kriska
Transportation, based out of
Mississauga, Ont., says that while
truckers suffering from diseases like
diabetes shouldn’t be banned from
driving altogether, they should per-
haps get themselves to the doctor
more often than required.

“I think (the case of the
Edmonton driver) is just one that
slipped through the cracks (but) if
he was diabetic,he should have been
aware of what was going on with
himself, right?”

•

Michael O’Connor, who drives for
TST Truckload Express out of
Mississauga,Ont., says that while the
Edmonton crash, if caused by dia-
betes, was probably an isolated case,
it should be a combined effort be-
tween drivers and physicians to keep
roads safe.

That said, O’Connor believes that
a lack of decent medical coverage in
the industry may discourage drivers
from getting the treatment they
need – often to disastrous ends. ■■
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Truck Stop
Question

Adam Ledlow
Managing Editor

Are truck driver 
medical examinations
strict enough?

Brian
Reed

Don
Knight

Pat Bailey

Michael
O’Connor

Glenncoe Transport is looking for 
experienced U.S. capable Drivers
based in Edmonton, Calgary,
Vancouver, or the B.C. Interior to 
move truckload freight.

Glenncoe Offers:
■ Late model assigned tractors
■ $0.41 per mile base rate (effective January 1, 2008)
■ Company paid benefits
■ A safe and secure career opportunity
■ Plenty of miles without sacrificing safety or home time
■ Dedicated Switch Runs Available

You Offer:
■ 2 years of professional driving experience
■ No preventable accidents in the last 12 months
■ Mountain experience

For more information on
Glenncoe Transport, please visit

www.glenncoetransport.com

Glenncoe can...because we’re people driven!

Join the strongest and most successful
trucking network in Western Canada!

Contact Driver Services
1.800.663.4009

careers@glenncoe.ca
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Put maintenance costs and 
insulation degradation on ice
with ThermoGuard, Great Dane’s 
exclusive, revolutionary glass-reinforced 
thermoplastic liner that adds years to the 
useful life of a trailer by helping maintain thermal 
efficiency as it ages. Less maintenance downtime and
extended performance that keeps its cool means more 
revenue for your operation. Reduced cooling unit run time 
means greater fuel efficiency — a solution that benefits you 
and the environment. 

To get the most out of your reefer,
freeze your assets with ThermoGuard.

Performance Without A Melting Point.

A Division of Great Dane Limited Partnership

www.greatdanetrailers.com

NOVA ENTERPRISES LTD.
Truro, NS
(902) 895-6381

LIONS GATE GREAT DANE
Coquitlam, BC
(604) 552-0155

PIERQUIP, INC.
Mirabel, PQ 
(450) 438-6400

Quebec, PQ  
(418) 836-6022

MAXIM TRAILERS
Calgary, AL
(403) 571-1275

Edmonton, AL
(780) 448-3830

Winnipeg, MB
(204) 925-6500

Saskatoon, SK
(306) 657-5600

GLASVAN GREAT DANE
Mississauga, ON
(905) 625-8441

Whitby, ON
(905) 430-1262

Etobicoke, ON
(416) 231-7262
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No other retread can boast the use of Michelin’s new tire technology and rigorous quality control. 

Each tire endures a grueling 9-step process before it earns the right to be called a Michelin® Retread. 

From the casing’s arrival to its final hand inspection, each retreaded tire must conform to our 

demanding quality requirements before it earns the Michelin stamp of approval. 

Michelin Retread Technologies. Improving your bottom line through innovation. 

Visit www.michelintruck.com for more information.

It’s more than a retread.
It’s a MICHELIN®.
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